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Nerbudda Brii^e at Bfbach. North end>track laid to camber of spans. Existing Bridge on left. 


CHAPTER I 


GENERAL REVIEW. 

1. Introduction. — The Railway Board’s annual Report on Indian 
Railways is published in two volumes. Volume I reviews the general 
administration and financial results of working of railways and also com- 
ments upon items of outstanding interest that occurred during the year. It 
makes particular reference to any new construction of lines, improvements 
or additions to rolling stock, the recruitment, training and welfare of staff 
and such other matters as have an important bearing on railway manage- 
ment and operation. Volume II is a compilation of financial and statistical 
statements and summaries covering the main heads of the capital and revenue 
accounts, and embracing the complete range of railway working. 

The period for which the report is prepared is from the 1st April of 
one year to the 31st March of the following year. 

2. Monsoon conditions and agricultural results. — India being 
primarily an agricultural country, the welfare and general prosperity of the 
people are very largely dependent on the incidence and effectiveness of the 
monsoon rainfall. This indirectly affects the railways, which are the main 
carriers of the exportable surplus of agricultural products. A few remarks 
on this important subject may therefore serve to call to mind the conditions 
obtaining during the year. The monsoon of 1934 was on the whole, fairly 
well distributed, the rainfall being within 10 per cent, of the normal, except 
in Rajputana, Central India and (^entral Provinces where it was in excess, 
and in Mysore and Madras where it was in defect. During the latter part 
of the monsoon period, rainfall was normal in Burma. Mysoi’e and the Bombay 
Presidency (excluding Sind) and in excess in Assam and Bengal. It was 
defective elsewhere, particularly in the United Provinces. The total rainfall 
for the year was within 20 per cent, of the noianal over most of the country. 

The season was not, on the whole, very favourable from the agricultural 
L standpoint. The total outturn of rice decreased by 3 per cent, as compared 
^^ith the previous year; Burma recording a fall of 12 per cent. Prospects 
[T^f a very good sugarcane crop were marred by a cold spell in January. The 
' outturn of jute was nearly the same as in the preceding season, but the yield 
of cotton decreased by 6 per cent. Unfavourable seasonal conditions were 
responsible for decreases in the production of groundnut, sesamum and castor 
seed crops to the extent of 44, 25 and 24 per cent, respectively. The wheat 
crop of 1933-34 which was mostly moved during the year under review, was 
about the same as in the previous season, but the outturn of rape and mustard 
and linseed (winter oilseeds) recorded a decline of 10 and 7 per cent, res- 
pectively. 

3. Once again the earnings of State-owned lines showed an increase 
rising from Rs. 86 crores in 1933-34 to Rs. 90 crores i^i 1934-35 but even so 
the net result of the year’s working was a loss of about five crores. No con- 
tribution could thereiore be made to general revenues. 

Goods traffic was mainly responsible for the improvement; the total 
weight carried having increased from 76‘5 million tons in the previous year 
to 84'5 million tons in 1934-35 and the earnings from Rs. 61*58 crores to* 
Rs. 64*35 crores. The net ton miles also increased from 18,707 millions to- 
1^,352 millions. The average rate earned per ton per mile for all commodi- 
ties however showed a slight decrease, being 6*07 pies as against 6*32 pies in 
1933-34. 

Passenger traffic showed a slight improvement, 7 million more passengers^ 
being carried, with a resultant rise in earnings from Rs. 30*1 to Rs. 30*3. 
crores. 
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4. Mileage. — The new mileage opened for traffic during the year was 
71 which was entirely located within Indian States and at their cost, but 
due to realignment the net addition to the mileage of railways during the 
year was 67. The total route mileage at the end of the year was 43,021. 
In addition, there were 139 miles under construction on 31st March 1935. 

5. Railways and the Xiegislature. — As in past years the memliers of 
the I.egislative Assembly and the Council of State continued to take an 
increasing interest. in the working of the Railway Department. Out of a total 
number of 3,550 questions asked in both Houses during the year 1934-35, 
1,072 or 30'2 per cent, were answered by the Railway Department as com- 
pared with 29 4 per cent, during the previous year. 

In addition to this large number of questions, four resolutions also came 
up for discussion — two in the I.egislative Assembly and two in the Council 
of State. 

Resolution No. 1 . — A resolution on catering contracts was moved in the 
Legislative Assembly on the 26th July 1934 suggesting the appointment of 
a Committee to consider the system of giving contracts for the supply of food 
at stations. In the course of the debate on this resolution reference was 
made to the system of giving large contracts to one man and generally to the 
desirability of arranging for the supervision of contractors by a committee 
on which non-railvvaymen might be associ.ated. The resolution was with- 
drawn on the Honourable Member for Railways giving an undertaking that 
the matter would be examined to see what steps it was possible to take and 
^vhat arrangements could be made to ensure the provision at stations of good 
and wholesome food at reasonable rates. Information was called for from the 
principal railways with a view to considering the policy that should generally 
be followed in this matter. 

Reiiolution No. 2 . — On the 9th August 1934. Mr. A. H. Ghiiznayi moved 
the following Resolution in the Legislative As.sembly ; — 

That this Assembly recommends to the Governor General in 
Council that immediate steps be taken to appoint a Committee to 
inquire as to how far the ])resent abnormal depression in the Indian 
Coal Industry is due to the working of tlie State-owned Railway 
collieries and the |)resent surcharge of railway freight on coal and 
other causes and to suggest ways and means for its improvement ”, 

The mover advocated the closing down of all Railway collieries and the pur- 
chase from the market of all coal required by the railways; the removal of 
the surcharge on coal freights and reduction in the rates on the transport 
of coal. 

In opposing the Resolution, the Tinancial Commissioner of Railways 
stated, that the Railways in India were forced to acquire collieries, as a 
measure of self-defence against the abnormally high prices that were charged 
by the coal trade during years immediately following the war. He pointed 
out that even when railways contracted for coal at high prices, they had no 
guarantee that they woiild get the coal. The policy of railways acquiring 
their own collieries has been found to l>e completely successful. Not only 
have Railways been able to obtain from their own collieries coal at cheaper 
rates, but the existence of these collieries and the knowledge that if they 
were worked to their capacity Government could obtain all or practically 
all their requirements have had a most salutary effect on the prices at which 
the coal trade tendered coal to railways. 

It was further stated that the capital invested in railway collieries 
amounted to Rs. 4 crores, and the maximum annual capacity of these collieries 
was six million tons. Taking the State-managed Railway collieries alone, 
the total capital invested was 2 crores of rupees, and their annual estimated 
capacity was two and three-quarter million tons. Notwithstanding this, the 
raisings from these collieries, during the last three years, were limited to 
1,150,000 tons only. This represented only one-third of their requirements, 
and less than half of their capacity. The rest was purchased from the 
market in order to assist the coal trade. 
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The Financial Commissioner of Railways pointed out that the expendi- 
ture which would continue to be incurred, if all railway collieries were closed 
down, would be in the neighbourhood of Rs. 41 lakhs a year, which loss would 
have to be borne by the tax-payer, and stated that Government were convinced 
that the closing down of railway collieries was not in the public interest. 

Referring to the question of surcharge on coal freights the Financial 
Commissioner of Railways stated that statistics did not support the view 
that the surcharge'had a serious effect on the traffic. He also stated that in 
the present financial position of railways it was im|)ossible to sacrifice the 
revenue derived from the surcharge and that he could not liold out hopes of 
any abolition or considerable modification of the snrcliarge in the immediate 
future- — apart from any modification in the long distance rates that may be 
decided upon after the investigation that was being made. 

Resolution No. 3 . — The third Resolution was moved, in the Council of 
State, by the Honourable Mr. Mahniood Suhrawardy, on the 25th Felrruaiy 
1935, recommending the appointment of a mixed committee of officials and 
non-officials to enquire into the working of the Goverrrment of India and 
State Railway presses in regarxl to certain .alleged grievances of press wor ker s 
regarding leave, holidays, pay, pensions, etc. The Resolution dealt mainly 
with grievances relating to press wor ker's in the Government, of Iirdia presses 
but cer'tain grievances regarding worker's of the East Indian and Eastern- 
Bengal Railways combined press were also mentioned. 

In moving the Resolution, the Honourable Mr. Mahrnood Suhrawardy 
referred to an assurance givert by the Honourable Sir Joseph Bhore, in the 
Legislative Assembly, on the 24th Febru.ary 1934, ])r'omisirrg to enquire into 
the working of the East Indian and E.astei ri Bengal Railways combined press 
and complained that the workers of this press were not allowed by the Agent, 
East Indian Railway, to represent their case to the committee of enquiry 
through the I'epresentatives of their own choice, viz., the General Secretar'y 
of their Union and added that even Mr. S. C. Mitr.a, an (?'.r-M.L.A., who 
wanted to represent the case of the press workers was informed by the Agent, 
East Indian Railway, that the Committee had already completed its enquiry. 
The Honourable mover of the Resolution next dealt, in detail, with the grie- 
vances of the workers in the Government of India presses and the Honoirrablo 
Mr. G. S. Khaparde, the Honourable 8aiyed Mohammed Padshah SahiV) 
Bahadur and the Honourable Mr. Hossain Imam spoke generally in support 
of the Resolution while the Honourable S.aiyed Mohammed Padshah Sahib 
Bahadur also echoed the complaint made by the Honourable the mover of 
the Resolution that the Agent, East Indian Railway, had refused to allow 
the workers of the East Indian and Eastern Bengal Railways combined press 
to allow their representatives to represent their ca.se before the Committee of 
enquiry. 

In replying to the deb.ate the Honourable Mr. D. G. MiU'hell generally 
pointed out to the House that no case had been made out, by the Honourable 
the mover of the Resolution and the other Honouivable members who spoke 
in favour of the Resolution, for the .appointment of a Committee in the 
manner proposed in the Resolution. As regards the grievance made by the 
Honourable the mover of the Resolution and another Honourable member 
concerning the refusal by the Agent, East Indian Railway, to allow the 
workers’ representative before the Committee of enquiry, the Ilonour.able 
Mr. Mitchell pointed out that the policy of the Government of India was 
that Unions oi Government servants must consist of a definite class of Gov- 
ernment servants, and of Government servants only and that Government 
cannot recognise or have any dealings with a Union which consisted partly 
of Government servants and partly of outsiders. He added that the Com- 
mittee appointed to enquire into the grievances of the workers of the East 
Indian and Eastern Bengal Railways combined press h.ad submitted their 
report and that this report was at that time receiving the very sympathetic 
consideration of the Railway Board and gave .n general assurance that any 
grievances properly represented through the ordinary channels would recei\e 
the most sympathetic consideration. 
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The resolution was withdrawn. 

Resolution No. M . — Resolution was moved in the Council of State by 
the Honourable Mr. Mohammad Yamin Khan on the 7th March 1935, recom- 
mending an extension of the period for which an import duty on wheat had 
been imposed and urging a reduction in the railway freight rates on wheat 
from the United Provinces and the Punjab to the ports of Karachi, Bombay 
and Calcutta. On the question of freight rates, the Chief Commissioner of 
Railways explained during the course of the debate that the Government 
realised the importance ot cheap rates on wheat and other food products, 
both from the point of view of the agriculturist and of consumjsrs generally. 
He also explained that Government had consistently deprecated the practice 
of giving veiled protection to an industry by the manipulation of railway 
freight rates. This part of the resolution was negatived. 

6. Railway Budget. — The railway budget for 1935-36 was presented 
to both Houses of the legislature on the 18th February 1935, after having 
been discussed in detail with the Standing Finance Committee for Railways 
at their meetings held on the 2nd and 13th February 1935. The budget was 
discussed generally in the Legislative Assembly on the 20th February 1935, 
and in the Council of State on the following day. The voting on the demands 
for grants in the Legislative Assembly took place on the 22nd, 23rd, 25th and 
26th February 1935. 

During the general discussion of the budget in the Assembly a number of 
points of varying importance were raised. Criticism was mainly directed 
to coal contracts for railways, competition between railways and shipping 
companies, reduction of rates and improvement of amenities for the travelling 
public and to securing further economies in w'orking expenses. 

Of the motions for reduction made during the debates on demands for 
grants, six were carried and one was negatived. The motions carried related 
to the railway administration in India, grievances of third class passengers, 
rational and economic administration of railways, Indianisation of railway 
services, labour grievances and excessive rates and insufficient facilities for 
transport of agricultural produce and live stock. The motion negatived was 
in respect of the manipulation of railw’^ay freight rates without due regard 
to all the relevant interest of the country. 

7. Standing Finance Committee for Railways. — The committee met 
eight times during the year. They scrutinised the proposals for expenditure 
to be incurred during 1935-36 both on capital and revenue accounts and also 
examined the demands for grants for 1935-36 prior to their being placed 
before the Legislative Assembly. The committee also considered, and 
approved of, the proposals for the purchase of the Amritsar-Patti-Kasur 
Railway and the construction of the Jhudo-Pithoro Railway. They also 
examined proposals for the creation of certain superior posts on railways 
and approved of the Central Standardisation Office being made permanent. 
Among the other more important schemes approved by the Committee may 
be mentioned the re-modelling of the Fast Indian Railway Workshops at 
Jamalpur, the construction of quarters for staff at Jamalpur and other 
stations on the East Indian Railway affected by the earthquake of 1934, the 
construction of a bridge over the Megna river on the Assam Bengal Railway 
and the electrification of the section of the Bombay, Baroda and Central 
India Railway from Borivli to Virar. The Committee also examined with 
considerable interest and approved of the scheme of works carried out and 
proposed to be carried out in connection w’^ith the repairs to the damages to 
the Hardinge bridge on the Eastern Bengal Railway. 

8. Meetings with Agents of Railways and Local ^vernments. — 
The Railway Board held two meetings with the Agents of principal railways, 
one in Simla on the 4th and .5th October 1934 and the second in New Delhi 
on the 22nd March 1935. The following subjects among others were discussed 
at the two meetings ; — 

(i) co-ordination between internal air services and railways; 

(ii) elimination of undesirable competition between railways; 
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(iii) rent to be charged to catering contractors for refreshment room 

accommodation ; 

(iv) proposed design of the new third class carriages ; 

(v) development of pilgrim traffic; and 

(vi) communal representation on railways. 

During the year under review several visits were paid by the Chief Com- 
missioner of Railways, the Financial Commissioner and the Member of the 
Railway Board to the headquarters of various railway administrations and 
local Governments. Copies of their tour programmes are sent in advance 
to press, local Governments and important mercantile Associations in order 
to give them an opportunity to place their views on railway problems before 
the Board. 

9. Central Advisory Council for Railways. — During the year 1934-36, 
one meeting of the Central Advisory Council for Railways was convened 
at Simla on the 10th August 1934. As usual members of the Council were 
invited to submit subjects for discussion and the following formed the 
agenda : — 

(i) representation of minorities in the railway services; 

(ii) electrical fans in the lower class carriages; 

(iii) proposed revision of general classification of goods; 

(iv) the question of the lower gazetted services; and 

(v) provision for the feservation of third and intermediate class com- 
partments on payment of a smaller number of fares than the 
carrying capacity as is done in the higher class compartments. 

(i) The gist of the discussion was that practically all the Hindu members 
present were against bringing in communal representation in commercial 
departments like railways, and suggested that efficiency and educational quali- 
fications should be sole test of recruitment. The Muslim members favoured 
communal representation and even urged that it should be taken into account 
when making promotions. The Chairman explained that it would not be 
fair as a whole to prescribe 25 per cent, representation of Muslims every- 
where, the reason lieing that the Muslim population varied in different parts 
of the country. He also promised that the views of the members of the 
Council would be placed on record. 

(ii) The proposal was not considered feasible by the majority of the 
members present on financial grounds. The Chairman, however, stated that 
the suggestion of providing fans in intermediate carriages would be examined. 

(iii) The Chief Commissioner of Railways explained the development 
of the present classification of goods, and said that in making any change 
it was essential first to obtain statistics to see that it would not result in a 
large loss to railway levenues. The majority of members were in favour of 
reducing rates, especially for agricultural produce, in order to encourage 
export. The Chairman pointed out that the present classsification was in 
some ways out of date and unscientific and it was desirable to effect greater 
rationalization of charges for commodities. 

(iv) Lieutenant-Colonel Sir Henry Gidney delivered a speech on this 
subject and was asked by the Chairman to submit a memorandum in due 
course. 

(v) It was pointed out that on the East Indian and Eastern Bengal 
Railways intermediate and third class compartments could be reserved at con- 
cessional rates but such facilities are not allowed on other railways. It was 
also suggested that facilities for reservations should be allowed from inter- 
mediate stations. The Chairman promised that these suggestions would be 
placed before the Indian Railway Conference Association. 

10. Iiocal Railway Advisory Committees. — These conunittees which 
continue to function on all Class I Railways (except the Jodhpur Railway) 
and on the Barsi Light Railway, afford to Railway administrations a valuable 
medium for contact with their clientele. Pamphlets summarising the 
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decisions arrived at on the various subjects discussed by these cotntnittees are 
published quarterly. A perusal of these pamphlets for the year under review 
shows that 105 meetings of the various committees were held and the wide 
variety of matters discussed can be appreciated from the following list of 
some of the more important items that came up for discussion : — 

Increase in accommodation for long distance third class passengers. 
Improvements in third class stock. 

Provision of alarm signals in ladies’ intermediate class compartments. 
Consideration of present system of catering at stations and on trains. 
Construction of new lines. 

Construction of overbridges and raised platforms. 

Suggestions for improvement of booking facilities. 

Elimination of one of the four classes of accommodation for passengers. 
Special arrangements for festivals. 

Porterage rates. 

Representation of agriculturists and passenger associations on Incal 
Advisory Committees. 

Speeding up of trains. 

Supply of drinking water to passengers. 

Supply of wagons. 

Re-introduction of coupon books and extension of concession tickets. 
Provision of waiting rooms at stations. 

11. Railway Rates Advisory Committee. — The Railway Rates 
Advisory Committee continued to function with Sir Zahid Suhrawardy as 
its President. 

During the year under leview two cases were referred to the Committee 
for investigation : — 

One had reference to a complaint from the Engineering and Building 
Products Company, T..ahore, regarding the classification of Upson 
Board and Upson Insulating Board. 

The other was a complaint from the Bengal Nagpur Cotton Mills 
Company. Calcutta, against the North Western, Great Indian 
Peninsula and Bengal Nagpur Railways regarding the rates 
charged for cotton from certain stations in the Punjab to Raj- 
Nandgaon. 

The first ca.se was under enquiry at the clo.se of the year. As regards the 
second, the Committee were of the opinion that the rates were not 
unreasonable. 

Of the .seven cases which it was stated in the report for 1933-34 were' 
under enquiry, the Committee reported on the following fiv'e : — 

(i) Complaint from Messrs. Radhakishen Mangatrai and Jeetmal 
Kanaudia regarding the rates for salt from Sambhar to stations 
on the Bengal and North-Western Railway. 

The Government of India accepted the majority view that the 
rates were not unreasonable. 

(ii) Complaint from Messrs. Meghji Hirji and Company, Nagpur, 
alleging preferential rates being given by the Bengal Nagpur 
Railway for firewood from certain stations. 

The Government of India accepted the view of the Committee 
that the rates from stations on the Tumsar Road-Tirodi branch 
in relation to the rates from Talodhi Road station to Itwari 
and Nagpur, gave undue preference. Action was taken by the 
Bengal Nagpur Railway Administration to remove the undue 
preference complained of. 
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(iii) Complaint from West’s Patent Press Company, Limited^ Aligarh, 

alleging that the rates quoted by the East Indian Railway for 
impressed cotton (kuppas) from Aligarh to Delhi, as compared 
with the rates for cotton full-pressed, constituted undue 
preference. As the East Indian Railway Administration 
agreed to withdraw the rates referred to, the complaint was 
withdrawn. 

(iv) Complaint from Mr. Dalchand Bahadur Singh, Calcutta, regard- 

ing the rates for coal from Korea coalfields to stations on the 
Bengal Nagpur, Great Indian Peninsula and Bombay, Baroda 
and Central India Railways, as compared with the rates from 
collieries on the Great Indian Peninsula Railway. 

(v) Complaint from Ballarpur collieries against the Bengal Nagpur, 
Great Indian Peninsula and Bombay, Baroda and Central India 
Railways, alleging that the rates for coal from the (diirmiri 
collieries (Korea) as compared with the rates from the collieries 
on the Great Indian Peninsula Railway were unreasonable. 

Cases (iv) and (v) were taken uj) by the Committee together. 
The Committee were of the opinion that the rates from the cxjI- 
lieries in question were not unrea.sonable in themselves. 

As regards the remaining two cases out of the seven referred to, one was 
still under investigation by the Committee at the close of the ye.ai', while 
the other was withdrawn by the applicant, a compromise with the railway 
administration having been arrived at. 

Six other representations for a reference to be made to the Railway Rates 
Advisory Committee were also received. These refei red to ; — 

(i) Rates for cotton seeds on the Great Indian Peninsula and Bombay, 
Baroda and Central India Railways. 

(ii) Surcharge on coal freights. 

(iii) Charges for reweighment of wagons at destination. 

(iv) Loading and unloading charges. 

(v) Supply of wagons. 

(vi) Wharfage charges at Akola. 

These were not referred to the Committee for investigation as : — 

(i) to (iii) A 'prirnd facie case for a reference to the Committee was not estab- 
lished. 

(iv) The matter was one for reference by the applicant direct to the 
railway administration. 

(v) It was not a matter referable to the Committee under the terms 
of the Railway Department (Railway Board) Resolution 
No. 606-T., dated 25th September 1930, constituting the Com- 
mittee. 

(vi) The matter was settled by the administration and the com})laint 

subsequently withdrawn. 

12. Mr. Pope’s investigations. — It was mentioned in the last year’s 
report that the work of job analysis was still in hand on most of the railways 
and that the recommendations made by Mr. Pope in his second report were 
under the consideration of the Railway Board. The more important of the 
recommendations contained in the second report were on the following 
.subjects : — 

(i) Intensive use of locomotives. 

(ii) Intensive use of coaching stock. 

(iii) Intensive use of machinery and plant. 

(iv) Uneconomical wagons. 

(v) Combining resources between railways. 
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(vi) Handling and transport of small traffic and of traffic to be tran- 

shipped at break-of -gauge stations. 

(vii) Ticketless travel. 

(viii) Methods of increasing earnings. 

The Railway Board and Railway administrations have already takem 
action in regard to some of the recommendations while others are under 
further detailed investigation. Job analysis was continued on most of the 
railways during the year under review and the following table shows the 
economies effected side by side with the cost of the organisations for the two 
years 1933-34 and 1934-35. 


Railways. 

1933-34. 

1984-35. 

Cost of job 
analysis or- 
ganisation. 

Savings 

effected. 

Cost of job 
analysis or- 
ganisation. 

Savings effeoted.r 



Rs. 

Rs. 

Rs. 

Rs. 

Rast Indian .... 

• 

77,691 

7,01,128 

92,884 

18.14,544 

Great Indian Peninsula 

• 

66,680 

4,16,000 

64,000 

2.04.246 

North Western .... 


32,000 

12,66,749 

46,006 

12,37,376 

Eastern Bengal .... 


63,000 

2,14,864 

65.095 

1,29,608 

Bombay, Baroda and Central India 


68,789 

3,62,862 

35,300 

11,41,596 

Madras and Southern Mahratta 


8,750 

45,220 

17,632 

1,14,000 

Sonth Indian .... 


19,580 

27,400 

2,180 

25,000 

Burma ..... 


7,500 

25,871 

26.615 

73,352 

Assam Bengal .... 


12,825 1 

1,31,756 

8,208 

12,659 


The subject of the organisation required to conduct job analysis was 
discussed with the Agents of principal railways in October 1934 and the 
majority held that a special organisation was no longer necessary, and that 
it would be preferable to make a yearly allotment to railways to utilise as 
they might think fit for carrying out special investigations. This, accord- 
ingly is being done on certain railways. 
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CHAPTER 11. 

FINANCIAL RESULTS. 

I . — Trade Review. 

13 . Exiiorts. — During the year 1934-35 the total value of exports includ- 
ing re-exports amounted to Rs. 155 crores as compared w^ith Rs. 150 crores 
in the previous year, an increase of Rs. 5 crores or 3 per cent. The increase 
was due mainly to heavy shipments of raw cotton which rose from 2,729,000 
bales valued at Rs. 26‘50 crores in 1933-34 to 3,446,000 bales valued at 
Rs. 34-50 crores in 1934-35. Despatches of Indian cotton piece-gcxDds 
adA’^aneed from 56‘6 to 57*7 million yards in quantity and from Rs. 1-66 to 
1-77 crores in value. Shipments of jute bags improved from 402 to 423 
millions in quantity and from Rs. 9-72 to 10-25 crores in value. Despatches 
of tea increased from 318 to 325 million lbs. in quantity and from Rs. 19-84 
to 2013 crores in value. Exports of raw rubber rose from 16 to 24 million 
lbs. in quantity and from Rs. 31 to 65 lakhs in value. Shipments of wheat 
increased from 2,100 tons to 11,000 tons in quantity and from Rs, 3-25 to 
10*50 lakhs in value. Exports of barley rose from 142 tons valued at 
Rs. 0-11 lakhs to 14,000 tons valued at Rs. 9-25 lakhs. Under the metals 
group, 1,146,000 tons of metals and ores valued at Rs. 5-91 crores were 
exported in the year under review as against 976,000 tons valued at Rs. 5-49 
crores in 1933-34. There were increases under teakwood (Rs. 32 lakhs), 
fodder, bran and pollards (Rs. 30-66 lakhs), wcx)l carpets and ruga (Rs. 17 
lakhs), raw hemp and coir (Rs. 3 lakhs each) and animals (Rs. 2-33 lakhs). 
Exports of lac, chiefly shellac, declined in quantity from 731,000 to 586,000 
cwts., but owing to increased prices the value rose from Rs. 2-46 to 3-30 
crores. Exports of food grains declined in quantity from 1,870,000 to 
1,765,000 tons but the value showed a slight improvement from Rs. 11-75 
to 11-84 crores. 

Cotton manufactures (including twist and yarn), recorded a decline from 
Rs. 2-73 in 1933-34 to Rs. 2-65 crores in 1934-35. Shipments of cotton twist 
and yarn fell from 16-4 to 12 8 million lbs. in quantity <and from Rs. 81-75 to 
62-76 lakhs in value. Export of raw jute slightly increased from 4,190,000 
to 4,214,000 bales in quantity but owing to reduced prices the value thereof 
fell from Rs. 10-93 to Rs. 10-87 crores. Shipments of jute cloth increased 
in quantity from 1,053 to 1,063 million yards but the value fell from Rs. 11 -38 
to Rs. 10-99 crores. Shipments of oil seeds fell from 1,124,000 to 875,000 
tons and from Rs. 13-66 to 10-64 crores. Almost all descriptions of non- 
essential seeds showed decreases, linseed from 379,000 to 238,000 tons, ground- 
nuts from 547.000 to 511,000 tons, rapeseed from 73,000 to 37,000 tons 
and castor seed from 82,000 to 69,000 tons. Shipments of rice declined in 
quantity from 1,744,000 to 1,607,000 tons and from Rs. 10-57 to 10-37 crores 
in value. Shipments of hides and skins fell from 61,400 to 57,600 tons in 
quantity and from Rs. 9-90 to Rs. 8-35 crores in value. Exports of coffee 
declined by 45,000 cwts. in quantity and by nearly Rs. 30 lakhs in value. 
Decreases were noticed under raw wool (Rs. 71 lakhs), opium (Rs. 66 lakhs), 
paraffin wax (Rs. 37 lakhs) and coal (Rs. 8 lakhs). 

14 . Imports . — The total value of imports of foreign merchandise into 
British India during 1934-36 amounted to Rs. 132 crores as compared with 
Rs. 115 crores in the previous year, an increase of Rs. 17 crores or 15 per 
cent. Under imports, there was a revival of demand for textile manufac- 
tures, the value of which rose from Rs. 26-4 in 1933-34 to Rs. 33-6 crores 
in 1934-36 or an increase of 27 per cent, over the figures of the preceding 
year. Compared with 1932-33, there was a decrease of 11 per cent. Imports 
of cotton piece-goods amounted to 944 million yards valued at Rs. 16-93 crores 
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as against 796 million yards valued at Rs. 13-49 crores in 1933-34. 
The total receipt of cotton twist and yarn rose by 2 million lbs. to 34 million 
lbs. with a corresponding increase in "value by Rs. 52 lakhs to Rs. 3-10 crores. 
There were concurrent increases under sdme of the other important items 
included in the textile group — notably a rise of Rs. 1-32 crores under wool 
and woollens, of Rs. 86 lakhs under artificial silk (mainly yarn and piece- 
goods made entirely of artificial silk) and of Rs. 13 lakhs under haberdashery 
and millinery. Imports of raw cotton advanced from 43,000 to 61,000 tons 
in 1934-36 with a corresponding rise in value from Rs. 3-56 to 6-28 crores. 
Increases were also noticeable under the metals group, the value having 
risen by Rs. 1-88 crores. Imports of iron and steel rose from 329,000 to 

370.000 tons and in value from Rs. 5-53 to Rs 6 38 crores and those of 
metals other than iron and steel and manufactures thereof from 62,000 to 

86.000 tons in quantity and from Rs. 3-95 to 4-99 crores in value. There 
was an improvement in the imports of motor vehicles, the arrivals being 
valued at Rs. 4-66 crores in 1934-35 as compared with 319 crores in 1933-34 
and Rs. 2-43 crores in 1932-33. The number of motor cars imported increased 
from 6.201 in 1932-33 to 9,759 in 1933-34 and to 14,434 in 1934-35 and that 
of motor omnibuses from 2,676 in 1932-33 to 5,496 in 1933-34 and 9,974 
in 1934-35. There w-as an improvement in the imports of rubber manu- 
factures. the value having risen from Rs. 1-88 crores in 1933 34 to Rs. 2-06 
crores in 1934-35. Consignments of rice, not in the husk, advanced consider- 
ably from 84,000 to 283,000 tons valued at Rs. 49 lakhs and Rs. 1-88 crores 
respectively. Imports of mineral oils increased from 186 to 199 million 
gallons and the value thereof rose from Rs. 5-83 to Rs. 6 07 crores. Kerosene 
oil advanced from 58 to 69 million gallons and fuel oils from 104 to 109 
million gallons. The value of provisions imported rose from Rs. 2-72 to 
Rs. 2-89 crores and that of f)ap'er and paste board from Rs. 2-63 to Rs. 2-73 
crores. There were noticeable increases in the value of imports of electri- 
cal instruments (Rs. 50 lakhs), coal tar dyes (Rs. 63 lakhs), chemicals (Rs. 22 
lakhs), dried fruits (Rs. 26 lakhs) and hardware (Rs. 17 lakhs). 

Imports of foreign .sugar showed a heavy decline from 264,000 tons 
valued at Rs. 2-71 crores in 1933-34 to 223,000 tons valued at Rs. 2-11 crores 
in 1934-35. The value of machinery and mill work imported contracted from 
Rs. 12-77 to 12-64 crores mainly due to a falling off in the imports of sugar 
machinery. There were noticeable decreases in the value of the imports 
of silk piece-goods (Rs. 57 lakhs), precious stones and pearls, unset (Rs. 25 
lakhs), cotton hosiery (Rs. 19 la^s), soap (Rs. 15 lakhs), raw silks (Rs. 14 
lakhs), boots and shoes (Rs. 13 lakhs) and wheat (Rs. 7 lakh.s). 

15. Balance of trade. TYie visible balance of trade in merchandise and 
treasure for the year 1934-35 was in favour of India to the extent of Rs. 78 
crores as compared with Rs. 92 crores in 1933-34. 

II . — Financial Results of State Railways. 

16. Financial results of working. — Stated briefly the position in 
1934.-35 was as follows : — 

For the greater part of the year. Railways continued the improve- 
ment l^eo-un the previous year. In the last two months however, this progress 
was arrested; and, what is worse, the setback has continued in the first few 
months of the current financial year. In other words the monthly traffic 
earnings from February or March 1935 have been lower than the earnings 
of the corresponding months of 1934. 

Gross traffic receipts of State-owned Railways for 1934-35 amounted to 
90-20 crores, or 3^- crores better than in the previous year. 

Working expenses were 50^ crores excluding depreciation, or 77 lakhs 
more than in 1933-34. Including depreciation, they amounted to 64 crores, 
or about a crore more than in the previous year. Net traffic receipts were 
26 21 crores against 23-57 crores in 1933-34, an improvement of 2f crores. 

Miscellaneous transaction resulted in a net addition of ^ crore to 
receipts, and the total net revenue amounted to 26f crores as against interest 
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charges of 31f crores. The deficit of 5 crores was 3 crores less than in 
1983-34. 

The appropriation to the depreciation fund was 13f crores, and the 
withdrawals therefrom for renewals and replacements 8§ crores. The net 
accretion to the fund during the year was thus just over 5 crores and just 
enough to meet the year’s deficit of net earnings as compared with interest. 
The actual balance at credit of the fund remained at 9^ crores; while thfe 
nominal balance amounted to 37 crores. 

The total capital expenditure during the year was considerably reduced 
by large reductions of stores balances, amounting to nearly a crore, and 
by writing down capital on account of retired assets. The net addition to 
capital was only \ crore. 

Stores balances amounted at the end of the year to just over 9^ crores 
which constitutes a fresh low record. 

At the end of 1934-35, the liabilities of railways to be met in subsequent 
years amounted to 48^ crores, of which 27\ crores represent loans from the 
depreciation fund and 20f crores represent contributions due to general 
revenues from 1931-32 to 1934-35. The details are as follows : — 





(In croiea of 

rupees.) 


1931-32. 

1932-33. 

1933-34. 

1984*85. 

Loan from Depreciation Fund 

4-26 

10-23 

8-06 

506 

Unpaid contribution to general 





revenues .... 

636 

5-23 

6-21 

504 

In the following statement the 

results 

of 1934-35 

are compared in a 


convenient form with those of past years since the separation of the railway 
budget from the general budget of the Government of India ; — 


Financial Statistics of Indian State-owned Railways. 

(Flguieft In lakha of nipeet.) 


— 

1924-25. 

1925-20. 

1926-27. 

1927-28. 

1928-29. 

1929-80. 

1930-31. 

1031-82. 

1932-83. 

1988-84. 

1034^. 

llUMf. 

26,985 

27,090 

27,664 

28,086 

29,111 


31,197 



31,644 

81,636 

Capital at charge (In croreo) at end of 

year. 

643 

663 

690 

722 

747 


791 




766 

OroM traffic receipts . . . > 


98,94 

08,42 

1,03,43 

1,03,73 

1,02,70 

95,10 

86,68 

84,43 

86,63 

90.20 

Operating expenses 

51,66 

52,99 

62,80 

58,06 

54,22 

55,59 

54,89 

49,31 

49,08 

49,50 

60,27 

Depreciation Fund . ... 

10,35 

10,67 

10.89 

11,88 

12,00 

12,59 

18,07 

18,46 

18,77 

18,56 

12,72 

Ket Traffic receipts .... 

38pl3 

35,28 

84,64 

38,99 

87,61 

34,52 

27,64 

28,86 

21,58 

23,57 

iMl 

Ket Miscellaneous receipts after deduc- 
ting miaoellaneous charges and 
surplus profits payable to com- 
panies. 

—1,07 

-1,19 

—1.87 

—87 

1 

—87 

—2 

—11 

1 

1,10 

1,06 

53 

Net revenue 


34,09 

38,87 

88.12 

87,14 

34.50 

27,53 

23,87 

22,68 

24,62 

26,74 

Interest chargee .... 

-23,90 

24,81 

25.87 

27,27 

29,33 

80,46 

82.72 

88,07 

32,01 

32,68 

81,80 

Surplus 

13,16 

9,28 

7,60 

10,85 

7,81 ^ 

4,04 

—5.10 

-9.20 

—10.23 

—7,96 

—5,00 

Paid as contribution to general revenues 

0,78 

5,49 

6,01 

6,28 

5,23 j 

6,12 

6,74 

• • 




Transferred to railway reserve 

6,88 

8,79 

1,49 

4,67 

2,53 

—2,08 

—10,98 

—4,95 

•• 

•• 

•• 

Katio of working e^enses (excluding 
Depreciation Fund) to Gross 
Traffic Eecelpte. 

6r6% 

53-6% 

68-7% 

61-3% 

62*8% 

641% 

57*2% 

66-9% 

56-7% 

68*8% 

54-7% 

Eatioot working e^enses (including 
Depreciation Fund) to Gross 
Traffic Eecelpte. 

61‘9% 

64*8% 

64*8% 

62- 80^ 

68*8% 

66-4% 

709% 

72-5% 

78*0% 

71-4% 

69-9% 

Eatlo of Net Traffic Eoceipts to 
capital at charge. 

5*9% 

5-8% 

60% 

6-4% 

60% 

4-4% 

3-5% 

80% 

2*9% 

31% 

8*3% 


Noth 1. — Credits for materials released from works not obai^ged to revenue were taken in reduction of operating expenses up to 1931-32. 
8inoe then they have been added to receipts and are included in the aboye table under net misoellaneoaB receipts. The amounts involved in 
both the years 1982-33 and 1933-34 are 119 lakhs and 90 lakhs in 1934-36. 

Non 2.<*-For purposes of proper comparison with past years the ratios in the last three lines of the statement with respect to 1932-33, 
1983-84 and 1934-86 have been worked out as if the above sums of 110 lakhs and 90 lakhs were deducted from operating expenses. 
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The net traffic receipts of ahont 27 crores in 1934-36 amounted to 3-3 
per cent, of the capital at charge. This result, though considerably worse 
than in the earlier years of the period, was better than in the thr^ years 
immediately preceding. 


(Figures in crores.) 


— 

Net receipts. 

Percentage 
of capital 
at charge. 

Net profit 
or loss after 
payifig 
interest 
charges. 







Rs. 1 


Rs. 

Average of 5 ^^earst 1924-25 to 1928-29 

• 


• 

• 

• 

36-91 

6-4 

9-72 

1929-30 

- 

• 

. 

• 

• 

34-52 

4-5 

404 

1930-31 


- 


• 

. 

27-64 

3-5 

-6-19 

1931-32 


. 

- 

• 

. 

23-86 

3-0 

-9-20 

1982-33 


• 

- 


- 

22-77 

2*9 

—10-23 

1933-34 


• 

. 

. 

. 

24-76 

3-1 

—7*96 

1934-85 


• 

- 

• 

• 

27-11 

3-3 

—6-06 


The operating ratio on all State-owned Railways {i.e., the ratio of 
working expenses to gross earnings) amounted to 55 per cent, excluding 
depreciation and to 70 per cent, including depreciation. The ratio in 1934-35 
is lower than in the past four years. In the table below the ratios of 
earlier years are given for purposes of comparison : — 


— 

Percentage, 

excluding 

depreciation. 

Percentage, 

including 

depreciation* 

Average of 6 years, 1924-25 to 1928-29 


. 

- 


. 


52i 

631 

1929-30 


• 





54 

66 

1930-31 


• 





59 

73 

1931-32 


- 





57 

73 

19d2-33 


. 





57 

73 

1933-34 


. 





56 

71 

1934^5 

• 

• 

• 


• 


55 

70 


For purposes of comparison we give below certain figures which are 
available for certain foreign railways. 

The gross receipts of the 4 amalgamated British railways in 1934 
amounted to £172 million, an increase of £7 million (4 per cent.) over the 
previous year, but £35^ million (17 per cent.) less than in 1929. Their 
working expenses amounted to £143 million, or £4 million more than in the 
previous year and £25 million (15 per cent.) less than in 1929. The operating 
ratio was 83 per cent, as against 84 per cent, in the previous year and 81 
per cent, in 1929. 

The Canadian Pacific Railway earned 125 million dollars in 1934, 11 
million dollars (10 per cent.) more than in the previous year, and 85 million 
dollars (40 per cent.) less than in 1929. Their working expenses were 101 
million dollars — 6 million dollars (6 per cent.) more than in 1933 and 66 
million dollars (40 per cent.) less than in 1929. The operating ratio, which 
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was 79^ per cent, in 1929 and 83 per cent, in 1933, stood at 80^ per cent, in 
1934. 

The Canadian National Railways realised 165 million dollars in 1934, 
16 million dollars (11 per cent.) more than in 1933 and 103 million dollars (38 
per cent.) less than in 1929. Their working expenses rose to 152 million 
dollars, which was higher by 9 million dollars (6-39 pei’ cent.) than in 1933 but 
69 million dollars (31 per cent.) below that of 1929. The operating ratio 
of 92 per cent, is less by 4 per cent, than in the previous year but 9^ per cent, 
higher than in 1929. 

The receipts of the principal railways of the United States were 3,250 
million dollars in 1934, which was 5 per cent, more than in 1933, but 38-5 
less than in 1930. The working expenses, which were 2,440 million dollars, 
were 8-5 per cent, more than in the previous year but 37 9 per cent, less than 
in 1930. The operating ratio in 1934 was 75 per cent, against 72 7 per cent, 
in 1933 and 74 4 per cent, in 1930. 

The gross receipts of the German State Railways for 1934 were Reich- 
marks 3,326 million, which showed an increase of Reichmarks 406 million 
(14 per cent.) over the previous year and of Reichmarks 392 millions (13 
per cent.) as compared with 1932. Their working expenses came to Reich- 
marks 3,302 million, or Reichmarks 246 million (8 ])er cent.) more than 
in the previous year and Reichmarks 301 million (10 |)er cent ) than in 1932. 
The operating ratio was 99-28 per cent, against 104 66 per cent, in 1933 
and 102-27 in 1932. 

17 . Gross Receipts . — The following table compares the receipts in detail 
with the previous years. For purf)oses of comparison, ciedits for materials 
released from works not charged to revenue, which are included in gross 
receipts from 1932-33 onwards have been excluded ; - 


(Oorcs of rupees.) 


! 

1930 31. 

1931-32. 

1932-33. 

1933-34. 

1934-35. 

Passenger earnings • 

, . 


31*68 

28- 90 

28-94 


2792 

Other coaching earning.^ • 

• 


5*40 

5*27 

5*03 

■■ 

4-92 

Goods earnings 

• 


00 G 9 

55*41 

53*76 

58-20 

61*05 

Sundry earnings 

• 

• 

1-97 

1*82 

1*63 

1*59 

1-62 

Suspense • • 

• 

• 

*4 G 

*35 

•04 

—•49 

■09 


Total 


1,00*20 

91*81 

89-40 

91*87 

95-60 

Less— 








Refunds • 

• 


•11 

•11 

•11 

•IJ j 

•12 

Earnings of worked linos 

• 

• 

4*99 

5*07 

4-86 

i 

5*13 

6*28 


Net 

• 

95*10 

86*63 

84-43 

80-03 

90-20 


It will be observed that there is still a downward trend in [)assenger 
earnings, whereas goods earnings have recovered considerably from the depth 
that they reached in 1932-33 ; they are about 14 per cent, higher than in 
1932-33 and 6 per cent, higher than in 1933-34. 

The earnings in 1934-35 are Rs. 28,500 per open mile. 

It is interesting to analyse the figures of earnings from goods traffic and 
compare them with the figures in previous years. Figures are not available 
separately for State-owned railways, but the figures that are available for 
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Class I Railways in general in respect of the more important commodities 
are given below : — 


(Figures in lakhs.) 


— 

1930>31. 

1931-32. 

1032-38. 

1038-84. 

1084-88. 




Rs. 

Rs. 

Rs. 

Re. 

Bt. 

Cotton, raw and manufactured 



6,31 

4,76 

6,10 

5,96 

5,87 

Fuel for public and foreign railways . 

• 

9,56 

8,83 

8.00 

9,65 

10,84 

Metallic ores 

• « 

e 

93 

58 

45 

64 

98 

R^ice • • • • 

• • 

• 

3,07 

3,71 

3,45 

3,89 

4.10 

Wheat • • • 

• • 


2,09 

2,16 

1.84 

1,85 

2,10 

Gram, pulse and other grains 

a • 

• 

3,42 

3,58 

8,00 

2,91 

3,86 

iron and steel • 

e • 

• 

2,07 

1,81 

2,00 

2,21 

2,34 

Kerosene . • 

e • 

m 

1,60 

1,62 

1,38 

1,46 

1,62 

Jute .... 

• • 

« 

1,36 

99 

1,12 

1,29 

1,24 

Sugar . . • • 



2,03 

1,61 

1,30 

1,67 1 

1,87 

Oil seeds . • • 

• • 

• 

4,01 

3,62 

2,88 

3,64 

2,00 

Gur, jagree and molasses 

• e 

• 

98 

1,27 

1.30 

1,21 

1,21 


The figures indicate a recovery in almost all cases, practically the only 
exceptions being cotton, iute, sugar and oil seeds. The increases under wheat 
and gram, pulse and other grains amount to about 15 per cent, and under 
metallic ores to 48 per cent. 

The statement below compares the receipts of individual railways in 
1934-35 with previous years : — 


(Figures in lakhs.) 


Railways. 

1930-31. 

1931-32. 

1932-33. 

1933-34. 

1934-35. 


Rs. 

Rs. 

Rs. 

Rs. 

Ra. 

Assam Bengal ...... 

1,96 

1,84 

1,56 

1,60 

1,80 

Bengal Nagpur ..... 

8,17 

7,24 

6,91 

7,39 

7.04 

Bombay, Baroda and Central India 

10,90 

10,30 

10,17 

10,61 

11,07 

Burma • • .... 

4,28 

3,74 

3,33 

3,67 

3,72 

Eastern Bengal ..... 

5,80 

5.06 

4,91 

5,07 

6,43 

East Indian ...... 

18,24 

17,36 

17,27 

17,63 

18,71 

Great Indian Peninsula .... 

13,33 

11,92 

11.94 

12,21 

12,17 

Madias and Southern Mahratta • 

7,98 

7,16 

6,66 

6,84 


North Western (Commercial) 

14,98 

13,34 

12,74 

13,23 


North Western (Strategic) .... 

1,48 

1,31 

1,23 

1,23 

1,23 

South Indian ...... 

5,80 

6,30 

6,61 

6,14 

8,28 

Other Railways ..... 

2,12 

2,08 

2,20 

2,11 

2,29 


All the Railways except the Madras and Southern Mahratta and Great 
Indian Peninsula showed a considerable increase in receipts in 1934-35 as 
compared with the previous year. The Bengal Nagpur and Bombay, Baroda 
and Central India Railways each increased their earnings by about half a 
crore and the increase in North Western Railway amounted to nearly f crore. 
The East Indian Railway was about a crore better than in the previous year. 
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18 . Working expenses . — In making a comparison of working expenses 
with previous years, a,llowance has to be made for certain importa,nt special 
factors which are detailed in paragraph 17 <9^ seq of the Report by the Rail- 
way Board on Indian Railways, Volume I, for 1932-33, and which it is 
unnecessary to reproduce here. Making allowance for all these factors the 
comparable figures of traffic receipts and working expenses from 1929-30 
are as follows : — 


(Crores of rux>ee6«) 
Ordinary working 

Traffic iccoipts. expenses (including 


1929-30 . 







103-30 

cut in pay). 

55-92 

1930-31 . 

• 

• 

• 

• 

• 

• 

9400 

55-81 

1931-32 . 

• 

• 

• 

• 

• 

• 

80-63 

49-22 

1932-33 . 

• 

• 

. 

• 

• 

• 

84-11 

47-42 

1933-34 . 

• 

• 

• 

• 

• 

• 

86-03 

48-3 L 

1934-35 







90 20 

49 37 


The receipts were about 13 crores below 1929-30 whereas ordinary working 
expenses were about 6^ crores lower. The percentage of fall in receipts was 
12^ per cent, and in working expenses about 11^ per cent. 

From another point of view, Railways have saved in ordinary working 
expenses 50 per cent, of the fall in receipts. 

A comparison of the working ex]>enses of each railway with the previous 
years will be found below. There is an increase in most railways, with the 
exception of the Great Indian Peninsula and Bombay, Baroda and Central 
India Railways. 


(Figures in lakhs.) 


Kail ways. 

1930-31. 

1931-32. 

mm 

1933-34. 

1934*36* 




Rs. 

Rs. 

Bb. 

Rs. 

R«. 

Aflsam Bengal 



1,12 

1,09 

1,02 

1,07 

1.15 

Bengal Nagpur 



6,36 

4,83 

4,77 

4,82 

6,06 

Bombay, Baroda and Central India 



6,14 

6,47 

6,39 

6,26 

5.46 

Burma * . • • . 



2,61 

2,33 

2,05 

2,18 

2,24 

Eastern Bengal 



3,74 

3,29 

3,17 

3,33 

3,89 

East Indian • • • • 



9,96 

9,02 

8,88 

8,78 

9,16 

Glreat Indian Peninsula 



8,67 

7,13 

7,07 

6,99 

6,76 

Madras and Southern Mahratta 



3,88 

3,33 

3,16 

3,26 

3,36 

North Western (Commercial) 



9,03 

7,74 

7,23 

7,57 

7,69 

North Western (Strategic) 



1,76 ' 

1,38 

1.42 

1,39 

1,43 

South Indian • • • 



2,87 

2,63 

2,79 

2,67 

2,78 

Other Railways 



1,02 

98 

94 

1,00 

1,07 


19 . Net receipts . — The details of net receipts (after meeting the appro- 
priation to the Depreciation Fund, which represents expenditure not controll- 
able by the railway administration) are given below. It will be noticed that 
all the railways are better than L^t year except the Madras and Southern 
Mahmtta Railway . 
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(FignrM io Ukha.) 


Railways. 

1930-31. 

1931*32. 

1932-88. 

1933-84. 

1884-8 S . 




Re. 

R«. 

R *. 

Rs« 

Bf, 

Assam Bengal 



54 

44 

22 

22 

88 

Bengal Nagpur 


• 

1.49 

1,07 

75 

1,19 

1.60 

Bombay^ Baroda and Central India 


e 

3,43 

3,45 

3,40 

3,97 

4.84 

Burma • . • . . 


• 

1,16 

SB 

76 

84 

94 

Eastern Bengal 


• 

1,20 

80 

76 

77 

1.04 

East Indian .... 



6,00 

5,99 

6,06 

6,46 

7.11 

Great Indian Peninsula 


• 

2,87 

2,86 

2,89 

3,28 

8.86 

Madras and Southern Mahratta . 



3,22 

2,92 

2,60 

1 

2,69 

8,46 

North Western (Commercial) 


• 

3,69 

3,27 

3,02 

3,37 

8,91 

North Western (Strategic) 


• 

—70 

—50 

—62 

—69 

-68 

South Indian .... 



2,23 

1,92 

1,99 

1,69 

1.74 

Other Railways 



86 

86 

1,02 

90 

1.00 


20. Losses and gains . — Though the results of nearly every railway 
during 1934-35 show an improvement as compared with the previous year, 
there were only two of the bigger systems, viz., the East Indian Railway 
and the Bombay, Baroda and Central India Railway, that showed an appre- 
ciable gain to the State, For tlie purpose of calculating these gains and 
losses, the figures shown in the Companies’ accounts have been recast to 
accord with the Government accounts procedure, i.e., the working expenses 
include the appropriation to the Depreciation Fund and not the actual 
expenditure on renewals and replacements, which are taken into account in 
the Companies’ own accounts. 

The net gain or loss of the various railways for the last 5 years is given 
below : — 


(Figures in lakhs.) 


State- managed Railtvays, 

1930-31. 

1931-32. 

1932*33. 

1933-34. 

1684 - 35 . 

Burma ...... 

Rs. 

—44 

Rs. 

—74 

Rs. 

—75 

Rs. 

—71 

lU. 

—66 

Eastern Bengal ..... 

—80 

—1,23 

—1,28 

—1,26 

—98 

East Indian ...... 

—18 

—24 

—13 

+ 37 

+ 1,14 

Great Indian Peninsula .... 

—1,72 

—1,78 

—1,68 

—1,24 

— 1,04 

North Western (Commercial) 

—1,16 

—1,68 

—1,78 

—1,36 

—70 

North \Vestern (Strategic) 

—2,18 

—1,99 

—2,09 

—2,03 

— 8,08 

Total 

—6,48 

—7,66 

—7,71 

—6,22 

— 4,18 

Company-managed Railways. 






Assam Bengal ..... 

—39 

—62 

—74 

—73 

—60 

Bengal Nagpur ..... 

—1,99 

—2,18 

—2,80 

—2,27 

— 1,86 

Bombay, Baroda and Central India . 

+43 

-4-45 

+41 

+ 98 

1 

+ 1,28 

Aladras and Southern Mahratta 

+ 1 

+ 14 

—27 

1 

+1 

—88 

South Indian . ^ • 

+31 

41 

+6 

—21 

—10 

Other Railways 

+20 

•HO 

+ 26 

+8 

+18 

Total 

—1,43 

—2,21 

— 8,08 

—2,14 

— 1.88 


21. Capital at charge . — The statement below shows how the capital at 
charge on all railways in which the State has a financial interest has been 
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growing. For purposes of comparison, sterling liabilities included in the 
capital at charge have throughout been convei'ted into rupees according to 
the present procedure, i.e., at the rate of exchange in forctt at the time the 
liabilities were assumed. 


1923-24 






m 


(Crores of rupees.) 

(Capital at charge 
at the ead of the year. 

629 

1924-25 . 






m 


(J43 

1925-26 . 






* 


. . 663 

1926-27 . 






• 


690 

1927-28 








722 

1928-29 . 








747 

1929-30 . 



« 


• 



778 

1930-31 



a 


• 



791 

1931-32 . 



4 


♦ 



798 

1932-33 








797 

1933-34 . 








795 

1934-35 . 






• 


795 


The capital at charge has increased in 11 years by 166 croics. It 
increased rapidly in the first six prosperous years at an average rate of !25 
crores per annum. During the next 5 years, the average has fallen to 3? 
crores per annum. But in these years stores balances, which form part of 
our capital at charge, have been steadily falling, the balance at the end of 
1934-35 being nearly 6 crores below that four years earlier. Moreover, there 
have been considerable decreases in the capital at charge as a result of retire- 
ment of assets without replacement when the original cost of the asset is 
credited to capital by debit to the Depreciation Fund This would amount 
at a rough guess to aoout 6 crores. Finally, in 1932-33 the capital at charge 
was reduced by nearly a crore as representing the difference between the actual 
amount of rupees required for repayment of the share capital when the Burma 
•Railways were purchased and the capital as it stood on the books of the 
Railway. Making full allowance for all these factors, the average incieasc 
in capital during the 5 years ending 1934-35 may be taken at about 6 erore.-^ 
per annum, which is about one-fourth of the average in the first 6 years. 

Of the increase in the period of 166 crores, the expenditure on new lines 
amount to 48 crores ; and 16 crores represent the price paid by the State 
for acquiring private interests in lines already in existence, for exam])le, 
Delhi -Ambala-Kalka, Burma and Southern Punjab Railways. The balance 
of over 100 crores represents the expenditure incurred on the improvements of 
the open line. 

22 . Works eoependiture . — The statement below gives the total expendi- 
ture on works year by year from 1924-25 and shows separately expenditure 
on new constructions, open line works — capital and depreciation fund 
separately — and amounts spent on the purchase of railways. 


(In lakhs of rupees.) 


Years. 

New 

construc- 

tions. 

Open line 
works. 

Purchase of 
railways 
and branch 
line shares. 

Total 

capital. 

Depreciation 

Fund. 

Total 

works 

expen- 

diture. 

1924 25 

• • 



3,20 

10,07 

19 

13,46 

7,29 

20,75 

1925-26 




3,93 

15,32 

, , 

19,25 

7,98 

27,23 

1926-27 

• • 



6,77 

16,13 

4,33 

27,23 

8,05 

36,28 

1927-28 




10,26 

22,19 

3 

32,48 

10,95 

43,43 

1928-29 

• • 



9,28 

15,77 


29,35 

9,60 

38„95 

1929-30 

« • 



6,65 

16,47 

7,06 

30,18 

11,76 

41,94 

1930-31 

• s 



4,28 

8,92 

1 

13,21 

9,74* 

22.95» 

1931-S2 

• m 


• 

2,79 

3,90 

• « 

6,69 

8,26 

14,95 

1932-83 

s • 


s 

57 

—50 

» • 

7 

6,35 

6,42 

1933-34 

a • 


• 

22 

—2,28 

a a 

—2,06 

8,08 

6.02 

1984-86 

• • 



18 

27 

—80 

25 

8,06 

8,91 


^ Excludes a debit of 1*66 lakhs for correction of past erroneous adjustments. 


D 2 










BEPOHT ])Y THE RAILWAY BOARD ON INDIAN RAILWAYS FOB 1984-86. [Chap. II. 


No new lines have been started since 1930-31 except the Jhudo-Pithoro 
Railway the construction of which has been considered necessary to afford 
facilities to the agriculturists for the transport of agricultural produce. The 
expenditure on this construction in 1934-35 was about Rs. 14 lakhs. The 
expenditure after 1930-31 which, as will be seen from the above statement, 
has been falling steadily and rapidly, is only on lines which had been started 
earlier. These are now all practically completed. Expenditure on open 
line works amounted to about 9 crores in the year 1934-35. This low figure 
is partly the result of reductions in stores balances., or in other words to 
eating up of stocks, but to a large extent it is due to the policy of postponing 
all but essential or directly arid immediately remunerative works as far as 
possible. 

23 . Stores balances . — The total stoies balances at the end of 1934-35 
amounted to 9 crores, which constitutes a new low record. During the 
year a decrease of one crore was achieved. This reduction is to a certain 
extent due to the fall in prices and general decrease in volume of railway 
business. 


The table below gives the figures of stores balances since 1921-22 : — 

(In thousands.) 


fUilwa3n. 

1921 . 22 . 

1922 - 23 . 

1923 - 24 . 

1 

1924 - 25 . 

1 

1925 - 26 . 

1926 - 27 . 

1927 - 28 . 

1928 - 29 . 

1929 - 30 . 

1030 - 31 . 

1931 - 32 . 

1032 - 33 . 

1933 - 34 . 

1984-85. 


Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Ammu Bengal 

24,81 

31,48 

18,38 

12.30 

9,49 

12,69 

13,01 

14,91 



20,70 

16,57 

13,66 

12,65 

Bengal Nagpur . 

1 , 40,26 

1 , 61,88 

1 , 48,09 

1 , 49,44 

1 , 27,64 

1 . 17,17 

1 , 07,87 

1 , 32,69 

1 , 36,28 

1 , 21,17 

1 , 06,76 


97,08 

1,01,00 

Bombay, Baroda 
and Central 
India. 

2 , 76,83 

2 . 72,43 

2 , 33,25 

1 , 77,39 

1 , 62,48 

1 , 46,28 

1 , 67,17 

1 , 62,35 


1 , 64,64 

1 , 46,34 


1 , 08,81 

1.02.01 















Burma 

66,62 

84,86 

98,71 

84,62 

76,00 

44,82 

50,41 

61,26 

66,26 

52,66 

60,83 

43,21 

40,00 

41,66 

Eaatem Bengal . 

2 , 61,63 

1 , 76,20 

1 , 67,86 

1 , 21,99 

1 , 12,27 


84,39 

79,63 

77,21 

76,33 

68,70 

66,47 

40,23 

43,42 

Eait Indian (in- 

3 , 92,60 

4 , 39,19 

4 , 10,66 

3 , 14,19 

2 , 81,46 

2 , 48,17 

2 , 98,92 

3 , 14,89 

3 , 03,84 

2 , 48,39 

2 , 27,47 


1 , 60,12 

1,38,49 

eluding Oudh 
and Rohil- 

khand). 


j 











Great Indian 

4 , 66,49 

3 , 88,36 

3 , 97,77 

2 , 89,49 

2 , 38,67 

2 , 23,13 

2 , 63,49 

2 , 41,88 

2 , 62,01 

2 , 61,73 

2 , 18,32 

1 , 70,58 

1 , 61,14 

1,26,92 

PeninBula. 














Ifadrai and 

1 , 60,62 

1 , 66,09 

1 , 60,91 

1 , 02,86 

84,31 

76,76 

93,91 

83,29 





63,00 

49,62 

Southern Mah- 
ratta. 














North Weetem . 


3 , 92.69 

3 , 79,78 

2 , 73,36 

2 , 44,34 

2 , 86,41 

3 , 91,59 

3 . 69,62 

3 , 47,89 

2 , 69,81 

2 , 27,16 

1 , 84,65 

1 , 66,84 

1 . 46.29 

South Indian 






1 , 06,60 

1 , 23,76 

1 , 14,61 

1 , 05,72 

93,76 

79,72 


66,16 

47,04 

Other Railways . 



42,63 

42,69 

36,87 

39,33 

40,66 

43,76 

62,69 

67,14 

52,42 

46,81 

42,44 

43.30 

Strategio lines 


57,68 


63,38 

82,62 

83,53 

92,34 


92,46 

93,76 



93,25 

81.60 

Total 

23 , 67,07 

23 , 50.61 

22 . 09,16 

17 , 08,66 

15 , 68,46 

14 , 68,86 

17 , 32,41 

17 , 08,84 

16 , 04,80 

15 , 20,52 

13 , 66,33 

12 , 10,34 




24 . Contribution to General Revenues . — The contribution to General 
Revenues due for the year 1934-35 amounts to Rs. 504 lakhs or 17 lakhs less 
than in 1933-34. The statement below shows how the amount is arrived at : — 


(Based on actuals of penultimate year 1932-33.) 

(Figures in thousands.) 

Es. Es. 

7,22,46 

84,34,87 
21,48 


74,08 


1. 1 per cent, on capital of Es. 7,22,45,01 at charge — com- 

mercial lines — to end of 1932-33 .... 

2. (i) Eeceipts (1932-33)— 

Gross traffic receipts — commercial lines . 

Subsidized companies — share of surplus profits . 
Intere.st on depreciation and reserve fund balances 
and dividends on investments , in branch lines and 
miscellaneous receipts 


Total Eeceipts 


85,30,43 
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(ii) Charts (1932-33) — 

Wor kinff expenses— commercial lines 

Indian States and railway companies’ share of surplus 

profits 

Land and subsidy . . . . . 

Interest — 

On capital at charge— —commercial lines 
On capital contributed by Indian States and 
companies . . . . 

Miscellaneous railway expenditure .... 
Contribution at 1 per cent, on capital at charge — 
commercial lines ...... 


Total Charges 


(iii) Deficit ........ 

(iv) Contribution of l/5th of surplus . . 

3. Total contribution from railway revenues 1 plus 2 (iv) 
Deduct — Loss on strategic lines — 

(i) Interest on capital ..... 

(ii) Miscellaneous railway expenditure 

(iii) Loss in working . . .... 

(iv) Interest on the amount of loss in working strate- 

gic lines met from Depreciation Reserve Fund 
balamres of commercial lines . . . . 


4. Net payment due from railway to general revenues in 
1934-3,5 . . . .‘ 


Rs. 

60,95,69 

65,21 

5,55 

30,10,39 


1,33,58 

40,84 


7,22,45 


1,46,55 

27 

55,38 


16,48 


Rs. 


1,00,73,61 

15,43,18 

7,22,45 


2,18,68 

5,03,77 


25 . Depreciation Fund. — The amount appropriated to the depreciation 
fund by debit to the working expenses of State-owned railways and the amount 
drawn from the fund to meet the expenditure incurred on replacements and 
renewals actually carried out on those railways during 1933-34 and 1934-35 
are given in the statement below : — 


(Figures in thousands.) 


Railways. 

Credits to 
Depreciation 
Fund by debit 
to Revenue on 
account of 
depreciation 
in 1933-34. 

Amount BX)ent 
on Replace- 
ments and 
Renewals and 
charged to 
Depreciation 
Fund in 
1933-34. 

Credits to 
Depreciation 
Fund by debit 
to Revenue on 
account of 
depreciation 
in 1934-35. 

Amount spent 
on Replace- 
ments and 
Renewals and 
charged to 
Depreciation 
Fund in 
1934-35. 

State Lines managed by State. 

Rs. 

Rs. 

Rs. 

Rs. 

North Western .... 

2,71,55 

1,11,32 

2,77,27 

2,24,37 

Eastern Bengal .... 

97,43 

80,77 

96,86 

93,26 

East Indian ..... 

2,38,56 

2,68,86 

2,40,74 

1,21,65 

Great Indian Peninsula . 

1,94,26 

1,19,21 

2,02,39 

1,22,44 

Burma ...... 

66,28 

28,37 

53,36 

36,90 

State Lines manage by Companies. 





Bengal Nagpur . . . . 

1,37,76 

1 37,14 

1,38,85 

66,10 

Bombay, Baroda and Central India . 

1,38,86 

63,02 

1,37,85 

92,36 

Madras and Southern Mahratta 

89,80 

66,37 

90,40 

69,14 

South Indian .... 

77,60 

31.29 

78,00 

32,51 

Other Railways .... 

56.60 

24,29 

66,05 

31,46 

Adjustments : — 





1. Net result of adjustment of cre- 

• • 

—3,10 

• • 

—3,16 

dits on account of released 
materials and expenditure on 
non-wasting assets of company- 
worked Railways under Repairs 
and Maintenance. 




Total' 

13,66,48 

8,07,63 

13,71,77 

8,66,02 


26 . An analysis of the financial results of the working of the railways 
owned by the State is given in the following statement, for the last three 
years, by each railway : — 
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III . — General results of working of all Indian Railways. 

27. Traffic and mileage. — The more important statistical figures of 
traffic on all Indian Railways are summarised in the table below : — 


Particulars. 

Year. 

Glass I Railways. 

Other Railways. 

Total of all Bailwaysi* 



1930-31 

38,020 

4,261 

42,281 



1931-32 

38,460 

4,363 

42,813 

(t) Total route ■* 


1932-33 

38,560 

4,394 

42,944 

mileage. 


1933-34 

.38,298 

4,665 

42,953 



1934-35 

38,994 

4.797 

43,091 



1930-31 

542,062,100 

33,764,400 

676,826,500 



1931-32 

475,513,000 

30,323,400 

606,836,400 

(••) Number of passen- 


1932-33 

471,689,600 

30,205,600 

501,896,200 

gers originating 


1933-34 

456,617,900 

32,995,200 

489,613.100 



1984 - 4)5 

463 , 010,900 

33 , 580,100 

496 . 591.000 



1930-31 

19,708,551.000 

779,676,000 

20,488,226,000 



1931-32 

17,339,974,000 

716,844,000 

18,066,818,000 

(m) Number of pass--^ 


1932-33 

16,890,772,000 

716,682,000 

17,606,464,000 

' enger miles. 


! 






1933-34 

16,384,713,000 

766,667,000 

17,160,380,000 



1984-35 

16 , 987 , 135,000 

777 , 474,000 

17 . 764 , 609,000 



1930-31 

79,658,000 

3,719,000 

1 

83,377,000 



1931-32 

71,064,000 

3,611,000 

74,676,000 

(it;) Tons originating ■« 


1932-33 

67,163,000 

3,438,000 

70,601,000 

1 



1933-34 

72,951,000 

3,562,000 

76,613,000 



1934-35 

80 , 649,000 

8 , 854,000 

84 , 503,000 



1930-31 

20,146,778,000 

260,699,000 

20,406,477,000 



1931-32 

18,106,542,000 

240,223,000 

18,346,765,000 

(») Number of ton-^ 


1932-33 

16,978,016,000 

224,626,000 

17,202,641,000 

miles. 


1933-34 

18,469,666,000 

247,161,000 

18,706,817,000 



1984-85 

90 , 090 , 588,000 

261 , 097,000 

80 , 351 , 615,000 


28. Analysis of earnings. — The total earnings of all railways, including 
those with which the Government of India are not directly concerned, 
amounted to Rs. 102*81 crores, of which 64*35 crores or 62 6 per cent, were 
from goods traffic, Rs. 30*35 crores or 29*5 per cent, from passenger traffic 
and Rs. 8*11 crores or 7’9 per cent, from parcels, luggage and other mis- 
cellaneous items. 

29. Passenger earnings . — Passenger earnings showed an increase of 
about 1 per cent', from Rs. 30*11 to 30*35 crores. The following table shows 
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the numbers of and earnings from passengers separately for each class for the 
four ^ears previous to the War and for the last seven years. Graphs are 
also inserted showing the number of passengers carried and of passenger 
miles by classes from 1923-24 : — 


No. OF PASSBNGIBBS OARBIBD (iS THOUSANDS). 


Year. 

Ist 

class. 

2nd 

class. 

Inter 

olass. 

3rd 

class. 

Season 

and 

Vendor’s 

tickets. 

Total. 

1910 

685 

2,784 

10,702 

316,839 

24,341 

354,351 

1911 

703 

2,947 

11,409 

331,066 

26,687 

371,801 

1912 

700 

3,030 

10,608 

356,789 

20,810 

307,837 

1913-14 

716 

3,253 

12,000 

390,412 

30,114 

436,404 

1928.29 . 

918 

9,585 

17,870 

591,743 

m 


1929-30 . 

804 

9,125 

17,900 

606,468 

* 


1930-31 

670 

8,089 

10,189 

650,879 

* 

576,827 

1931-32 . 

508 

5,937 

12,364 

487,037 

* 


1932-33 . 

429 

5,278 

10,871 

486,317 

* 

501,805 

1933-34 . 

421 

5,050 

10,567 

473,686 

♦ 

480,613 

1984-86 . 

408 

[ 

4,818 

10,316 

481,051 

♦ 

496,691 


JSabninqs from passbnobbs (in thousands of 

RUPJSJES). 


1st 

olass. 

2nd 

olass. 

Inter 

class. 

3rd 

olass. 

Season 

and 

Vendor's 

tickets. 

Total, 

68,82 

77,23 

94,99 

14,65,16 

15,85 

17,12,05 

66,38 

83,83 

o 

00 

bo 

00 

16,73,16 

16,86 

18,49,09 


83,31 

91,37 

17,01,35 

17,66 

19,56,48 

68,94 

88,70 

1,03,48 

18,37,03 

19,36 

21,17,61 

1,12,25 

1,91,80 

1,66,43 

33,63,88 

« 

38,24,39 


1.83,66 

1,58,66 

34,11,30 

0 

38,68,33 



1,41,34 

30,24.15 


34,29,76 

83,34 

1,53,71 

1,22,98 

27,75,41 

0 

31,35,44 


1,47,44 

1,16,14 

27,91,67t 

0 

31,32,20 

76,07 

1,42,24 

1,11,64 

26,79,09 

0 

30.10,90t 

76,83 

1.41,48 

1,11,92 

87,04,74 

0 

30,84,97 


* The number of season and vendor's tickets and their earnings included under the respective classes ; the former at the rate of 
50 single journeys per month. 

Note. — In pre-war reports the sum of the numbers of passengers carried on each separate railway was shown as the total 
number of passengers carried on ail railways. Passengers travelliDg over two or more railways were thus counted as two or more 
passengers. The actual number of passengers carried on railways is in fact the same as the number of passengers originating and 
this figure has been adopted for number of passengers carried " in the reports from 1923-24 onwards. As the number of passengers 
originating is not available prior to 1923-24 the figures of pre-war years have been modified. 


t Revised figures. 

{ Includes credit of Rs. 1,94(000) received from the East Indian Railway on account of passengers carried over the Delhi- 
Ghaziabad section for the period April 1926 to May 1931 : details under different classes are not available. 


During 1934-35, 10 million more passengers were carried on Glass I 
Railways than in 1933-34 and passenger earnings increased by Bs. 25 lakhs. 
The following statement shows the variations over the various railways : — 


Name of Railway* 


Variations in the 
number of 

passengers carried as 
compared with 

1933-34. 

Variations in 
earnings as 
compared with 
1933-34. 

Assam Bengal 

• 

- 1,900 

-1,67,000 

Bengal and North-Western 

• 

+ 494,700 

+ 4,71,000 

Bengal Nagpur 

• 

+ 540,800 

+ 5,17,000 

Bombay, Baroda and 
India 

Central 

-f 1,946,300 

+ 4.96,000 

Burma 

• 

+ 406,400 

+ 1,83,000 

Eastern Bengal 

. 

+ 1,041,400 

+ 5,97,000 

East Indian 

• 

+ 1,137,500 

+ 21,77,000 

Great Indian Peninsula 

• 

- 70,700 

- 12,94,000 

Jodhpur 

• 

+ 444,800 

+ 3,94,000 

Madras and Southern Mahratta 

-1,300,300 

5,40,000 

H. E. H. the Nizam’s State 

- 18,300 

- 22,000 

North Western 


+ 4,961,500 

- 1,12,000' 

Rohilkund and Kumaon 

• 

+ 47,800 

+ 41,000 

South Indian 

e 

+ 74,200 

- 2,20,000 

Total 

+ 9,703,200 

+ 25,21,000 


* Duo to a reduction in third claeo fares on the North Western Railway. 
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30. Goods earnings.— The earnings from goods traffic on all railways 
increased by Rs. 2-84 crores, this improvement being chiefly under coal, 

f :ram and pulses and other grains; this however was offset by a considerable 
all under oilsebds. 

The tonnage of, and earnings from, the principal commodities carried 
by Class I Railways during the year 1934-35 as compared with the previous 
year, are shown in the statement below. Apart from the main increases, 
mentioned above, there were appreciable increases under metallic ores, rice, 
provisions, wheat and materials and stores on revenue account. 



1033-34. 

1884 - 35 . 

Increase -f* 
Decrease--* 
in earnings. 
Rs. (in lalmt). 

Commodity. 

No. of tons 
originating 
(in millions). 

Rs. (in crores). 

No. of tons 
originating 
(in millions). 

Rs. (in crores). 

Increases. 

Fuel for public and 

18-47 

9-65 

20-16 

10-34 

-f-69 

foreign Railways. 
Gram and pulses and 

2-,39 

2-91 

2-61 

3-36 

+46 

other grains. 






Metallic ores 

2-24 

0-64 

2-99 

0-95 

+31 

Rice 

4-36 

3-89 

4-80 

4-19 

+30 

Provisions . . , . 

1-08 

2*74 

1-20 

3-04 

+30 

Wheat • 

1-66 

1-86 

1-65 

2-10 

+26 

Materials and stores on 

1116 

2-60 

18-39 

2-75 

+i25 

revenue account. 






Iron and Steel, wrought 

1-30 

2*21 

1-34 

2-34 

+ 13 

Petrol 

0-23 

0-79 

0-24 

0*89 

+ 10 

Railway materials . 

4-33 

0-44 

6-07 

0-53 

+9 

Marble and stone 

2-29 

0*73 

2-64 

0-82 

+9 

Wood, unwrought 

1*23 

0-79 

1-34 

0-88 

+9 

Fruits and Vegetables . 

2-71 

1*28 

3-75 

1-36 

+8 

Kerosene Oil 

0-79 

1-4G 

0-82 

1-52 

+6 

Tobacco 

0-29 

0-76 

0-30 

0-82 

+6 

Fodder 

0*87 

0-61 

0-95 

0-56 

+6 

Manures 

0-14 

0-11 

0-19 

0-13 

+2 

Other commodities 

8*63 

9-96 

8-91 

10-41 

+ 46 

Decreases. 

1 





Oilseeds 

2-57 

3-64 

2-27 

2-99 

—66 

Salt . . • . 

1-40 

1-89 

1-80 

1-76 

—13 

Sugar refined and un- 

0-84 

1-67 1 

0-80 

1-57 

—10 

refined. 






Cotton raw and manu- 

1-70 

6-96 

1-75 

5*87 

—9 

factured. 






Jute , raw . 

0-99 

1*29 

0-99 

1-24 

- 5 

Military traffic 

0-32 

0*29 

0-31 

0-27 

—2 

Qur, Jagree, Molasses . 

0-82 

1-21 

0-83 

1*21 

• • 

Live stock . 

0-16 

0-60 

0-16 

0-60 

* * 

Total 

72*96 

69-67 

80-65 

62-40 

+2,73 


81. Alterations in rates and fares. — Passenger fares . — Apart from 
reductions in the passenger fares madb by railways on isolated sections of 
their systems, chiefly in competition with road motor services, mention may 
be made of some of the more important changes. On the Great Indian 
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Peninsula Railway the bases of third class fares were revised with effect from 
1st April 1934 as follows : — 


Previous. 

Mail or Express. 

Revised* 



Per mile. 


Per mile. 

1 to 50 miles • 

. 5 pies. 

1 to 60 miles 

. 5 pies. 

+ 51 „ 160 „ 

• 4^ „ 

-4-51 miles and over 

• 8 »» 

•f'lSl ,, 300 ,, • 

• 3 ,, 



■fSOl miles and over . 

• 2i ,, 




Ordinary. 



1 to 50 miles 

. 4 pies 

1 to 60 miles 

. 4 pies. 

+ 51 „ 160 „ . 

. 34 ,, 

+ 51 miles and over 

. 8 » 

-H)51 „ 800 „ 

. 3 „ 



•4-801 miles and over . 

• Sj t. 




The revised mail fares are applicable in local booking only. In the 
case of through booking, the distinction between third class mail and ordinary 
fares was abolished. 

On the Eastern Bengal Railway, third class ordinary return tickets at 
a fare and two thirds have been introduced as an experimental measure, the 
period of availability varying from 2 to 18 days according to distance. 

Other Coaching traffic . — Most of the railways continued to quote special 
rates for fresh fruit in wagon loads, to encourage long distance movement. 
On the Great Indian Peninsula Railway the rates for certain selected fruits 
and vegetables were reduced from 28 stations to Bombay. Similar reduc- 
tions were made on the Bombay, Baroda, and Central India Railway. 

Goods traffic . The following are the more important changes made: — 

Rice . — The rates for rice and paddy were reduced for distances from 
401 to 500 miles from Ist April 1934 and for 150 to 175 miles from 1st June 
1934 with a view to stimulate the movement of Tanjore District rice and 
paddy to inland stations and to assist the Indian rice to compete with 
imported rice. Reduced rates for distances from 175 to 400 miles were 
already in force. 

Wheat . — A rebate of 25 per cent, of the freight rates was allowed over 
the North Western Railway for wheat exported overseas west of Aden via 
Karachi. 

Cotton . — Reductions in the rates which had been made in 1933 for 
cotton, full-pressed from certain stations on the Great Indian Peninsula and 
Bombay, Baroda and Central India Railways to Bombay, in competition 
with the sea route, were continued during the year. Special rates were also 
quoted from Coimbatore and Tiruppur to Ahmedabad, Bilimora, Navsari, 
Surat, Broach, Baroda, Petlad, Cambay, Nadiad and Viramgam. 

Sugar-cane . — Special reduced wagon rates were introduced over the 
East Indian, North W^estern and Bengal and North-W^estern Railways for 
sugar-cane consigned to sugar factories. 

Sugar . — Specially low reduced rates from sugar factory stations in the 
United Provinces, Punjab and Bihar have been quoted for traffic to certain 
stations. 

32. Compensation claims for goods. — The statement below shows for 
each Class I Railway the amounts paid on account of compensation for goods 
lost or damaged during the year 1934-35 as compared with the previous 
seven years. The total amount paid during 1934-35 shows a slight increase 
over the 1933-34 figure. It will ^ noted, however, that the figure for 1984-3& 
is substantially lower than those for the other six years. In 1922-23 the 
amount of claims paid exceeded Rs. 120 lakhs. 
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Claims for goods lost or damaged paid hy Class I Railways {excluding Jodhpur 

Railway) during 1927-28 to 1934-35. 


Railways. 

1927-28. 

1928-29. 

1929-30. 

1930-31. 

1931-32. 

1932-33. 

1933-34. 

1934-35. - 

Pbrobntaqb to 
Goods Eabbibos. 

1933-34. 

1934-35. 


Rfi. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 



Assam Bengal . 

18,006 

20,973 

19,096 

16,976 

10,303 

6,600 

5,784 

5,898 


o-oa 

Bengal and North* Western 

59,875 

45,387 

56,914 

26,865 

25,291 

25,866 

13,288 

14,400 

0*06 

0*07 

Bengal Nagpur 

65,248 

1,02,726 

77,437 

00,128 

11,878 

14,265 

20,002 

27,342 


0*06 

Bombay, Baroda and 
* Central India. 

1,57,447 

1,21,175 

1.07,749 

96,011 

46,910 

31,242 

22,064 1 

29,347 

0*03 

0-04 

Burma .... 

42,791 

34,696 

18,828 

22,129 

11,947 

9,226 

6,893 

11,146 


0-04 

Eastern Bengal 

1,71,268 

1,53,676 

1,08,360 

83,409 

47,013 

43,211 

37,416 

25,536 

0*12 

0*08 

East Indian 

2,36,368 

2,27,600 

1,75,501 

1,10,696 

90,624 

72,983 

62,150 

32,474 


©•03 

Great Indian Peninsula 

1,18,333 

1,45,133 

1,11,392 

1,15,364 

1,11,646 

63,868 

72,883 

59,193 


0*07 

Madras and Southern 
Mahratta. 

80,517 

95,330 

1,28,478 

70,612 

61,557 

22,641 

18,953 

21,902 


0*06 

His Exalted Highness the 
Nizam's State. 

11,270 

11.443 

23,075 

16,206 

11,978 

9,899 

4,459 



008 

North Western 

—36,383 

99,446 

78,321 

1,26,939 

66,900 

69,117 

21,346 



0*06 

Kohilkund and Kumaon . 

7,347 

7,204 

6,775 

2,611 

4.674 

1,220 

2,654 



0*06 

South Indian • 

17,691 

28,360 

12,992 

18,826 

13,732 

7,320 

9,523 



0*02 

Total 

9,49,776 

10,93,139 

9,23,864 

7,65,672 

5.03,352 

3,66,448 

2,87,405 

2,92,159 

0*05 

0*06 


Notb. — T he above figures exclude the amount of credits afforded to home line departments for the loss of their 
goods. 
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CHAPTER III. 


NEW CONSTRUCTION AND ENGINEERING WORKS. 

33. Capital Expenditure. — At the end of March, 1935, the total capital 
at charge on all railways, including those under construction, amounted to 
Rs. 885-47 crores, of which Rs. 795-44 crore? was capital at charge on State- 
owned Railways inclusive of premia paid in the purchase of Companies’ 
lines. The remainder, Rs. 90-03 crores, represented capital raised by Indian 
States, Companies and District Boards. 

The capital at charge of State-owned Railways is composed as follows : — 

£ 

Liability and debt iucuiTed in purchase of Railways . 150,106,030 

Less liability and debt cancelled by the operation of 

Annuities and Sinking Funds ..... -29,284,941 

Net amount outstanding ...... 120,821,689** 


Direct expenditure by Government 

The above sterling figure converted into rupees 


Rs. (omitting 000) 
0,25,90,02 
1,09,.39,53* 


Total . 7,95,29,55 


Add Provincial Railways expenditure . 


14,61 


Grand Total 


7,95,44,16 


By far the greater portion of this amount, namely, Rs. 7,55,77,30,009 
is Government Capital and only l-20th or Rs. 39,66,86,000 is owned by 
Companies. These figures include Rs. 34 07 crores on account of capital 
expenditure to the end of March 1935, on strategic lines. 

The total capital outlay on all railways during 1934-35 was Rs. 1-30 
crores, of which Rs. 0-25 crores were spent on state-owned railways. The 
following statement shows how this outlay of Rs. 0-25 crores was distribut- 
ed between open line works, rolling stock and new lines, similar figures being 
given for the previous four years and for 1913-14. 


I 


Year. 

Works 

including Stores 
and general 
charges. 

Ofsk Lorn. 

Rolling-Stock. 

ToTAn. 

New iines. 

1 

Orabd TgTaL 






Rs. 

Rs. 

Rs. 

Rs. 

Rs. 






crores. 

crores. 

crores. 

crores. 

crores. 

1913-14 . 

• 

* 

• 

• 

0-30 

7-31 

16'6I 

1-86 

18-47 

1030-31 . 

• 

• 

e 

e 

6-20 

3*81 

0-10 

4-11 

13-21 

1031-32 . 

• 

a 

• 

• 

1-74 

2-16 

3-00 

2-70 

6-00 

1932-33 . 

• 

• 

m 

• 

0-05 

—0-56 

—0*50 

0*67 

0-07 

1 

1033-34 . 

• 


• 

• 

—0-46 

—1-82 

—2:27 

0-22 

— 2-05 

1084-86 . 

• 

• 

# 

e 

0*78 

— 0-89 

0-07 

0*18 

0*86 


^ £8,006 oonveried at the rate of £1-«R8. 13} and the balanoe of £ 120,818, 683 oonverted at the average 
rate of ezohange, ruling in the year in which the liabilities were inciiriecL 
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The distribution of the ‘ capital outlay in 1934-35 over the different 
state-owned lines is shown in the summary below : — 


Bailwaya. 

Open Luses, 

New lines. 

Gbakd Total. 

Works, etc. 

Rolling-stock. 

Total. 


Bs. 

Rs. 

Ra. 

Rs. 

Rs. 


crorea. 

croies. 

crores. 

crores. 

cri:)ros. 

Bengal Nagpur 

0-27 

0*03 

0-30 

0-02 

0-32 

Bombay » Baroda and Central India 

015 

0*08 

0-23 


0-23 

1 

Eastern Bengal 

0 17 

—0-07 

0-10 

001 

0-11 

East Indian • • • . 

0-37 

0-29 

0-60 

—0*01 


Great Indian Peninsula • « 

—0*22 

—0*20 

—0-42 

• • 

—0-42 

Madras and Southern Mahratta , 

012 

0*02 

0-14 

• • 

0*14 

Norib Western 

— 012 

—0*91 

—1-03 

* . 

— 1*03 

South Indiaa • • • • 

0-09 

0-22 

0-31 

0*01 

0 32 

Other Railways • . • 

—007 

—0*15 

— 0-22 

0-15 

—007 

Total 

0-76 

—0-09 

0-07 

0-18 

i 

0 26 


34. Lines opened during 1934-35. — 71 09 miles of lailways were 
opened to public traffic during the year and consisted of ; — 

0-30 miles on the 5' 6" gauge. 

70-79 miles on the 3' 3§" gauge. 

Details regarding the sections opened are given below ; — 


Name of line. 

Gauge. 

Mileage. 

. . 

Owner. 

Working Agency. 

Date of opening* 

Original line (Madras and 
Southern Mahratta Railway) 

6' 

6-^ 

0-30 

State 

Madras and 

Southern Mah- 
ratta Railway. 

Ist October 1934. 

PTaohi Road to Jamwala • 

3' 

3r 

7-05 

Indian State line 

Junagad State 

Railway. 

18th April 1934. 

Jamwala-Delvada 

3" 

3r 

24-22 

Do. 

Do. 

10th January 1935. 

Morvi-Navlakhi 

3' 

or 

29-93 

Do. 

Morvi Railway . 

1 5th December 

1934. 

Arasalu-Anandapuram 

3' 

3f' 

9-59 

Do. 

Mysore Railway 

30th April 1934. 


35. Idnes sanctioned in 1934-35.— During the year under review 
sanction was accorded to the construction of new lines totalling 101-28 miles, 
all on the metre gauge. 

36. Lines under active construction on 31st March 1935. — At the end 

of the financial year 1984-35 the mileage of new lines under active construc- 
tion’ was as follows: — 

Miles. 

3' gauge 138-64 


Total 


138-64 
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The lines under active construction are given in the table below, which 
also shows the construction agencies and the progress reached : — 


Name of lino. 

Gauge. 

1 

Mileage 

1 actually 
under 
, construc- 
tion. 

Working Agency. 

* 

\ ♦ Progress of work 

(Proportion completed 
on 31st March 1035). 

Alanrar Junction Phulad 

3' ag' 

16'88 

Jodhx>ur Railway 

*67 

Jhudo Pithoro .... 

3' 3i' 

04*n 

Do. 

•62 

Prachi Read- Kodinar . 

3' 31' 

1610 

Qaekwar’s Baroda 
State Railway. 

•15 

Visavadar-Talala • 

3' 3t' 

29-44 

Junagad State Rail- 
way. 


Khambli Ghat-Phulad Junction 

3' 3r 

13-11 

Udaipur Chitorgarh 
Railway. 

•70 

Total 


138*64 




37. Surveys. — Much of the investigation work undertaken by railways 
aiming the year was of the nature of a revision of the traffic and engineering 
estimates of lines considered in earlier years in order to bring those estimates 
up to date. Among the projects so examined were the Khadro-Nawabshah, 
Shahjahanpur-Mailani, Kasnipur-Kalagarh, Chakia-Sidhwalia, Muzaffar- 
pur-Darbhanga and the Bulsar-Dharampore railway projects. 

Traffic surveys were also carried out for the projected feeder lines in the 
area irrigated by the Sukkur Barrage Scheme in Sind, and for a line from 
Badampahar to Joda which is intended to serve the iron ore deposits in the 
Joda area, Bengal Nagpur Railway. A detailed engineering survey was 
undertaken also of the Jhudo-Pithoro Railway in Sind, which project was 
subsequently sanctioned for construction. 

38. Important lines under construction. — The following is a brief 
account of the lines which were under construction during the year : — 

(i) Prachi Rocui-Kodinar Railway. — The work of construction of this 
railway was started by the Baroda State in January 1935. I..and within 
Baroda State was acquired but land in Junagad State was still under 
acquisition. The railway is expected to be opened for public traffic in May 
1936 provided acquisition of land is not delayed. 

(ii) Talala-V isavadar Railway. — On the completion of the Prachi Road- 
TJna-Delvada section of the Veraval-Delvada Railway, the construction of 
the Talala-Visavadar section, 29-44 miles long, of the Talala Dhari extension 
was taken in hand in March 1935. 

(iii) Marwar Junction to Phulad Railway. — The construction of this 
metre gauge line was sanctioned in January 1935. It was undertaken by 
the Jodhpur Railway and is expected to be opened to goods traffic in June 
1935, and for all kind's of traffic in about January 1936. 

(iv) N athdwara-Sursinghji ka Gudha Railway. — The last section of this 
Railway, Khambli Ghat to Phulad is under construction. It is expected that 
the construction of this section will be completed and the line opened for 
traffic in January 1936. 

(v) Agastiyam.'palli Point Calimere Railway Extension. — This line, the 
survey of which was mentioned in last year’s report, is a small extension, 6^ 
miles long, of the Tiruturaipundi-Agastiyampalli section of the South Indian 
Railway to serve the village of Kodifcarai near Point Calimere, and to afford 

.. — ■ ■■ " I ■ " "■ ' ' ■ ' ■ .-11 „ I I II. fc . 

♦ '80 signifies that of the work has been done. 

*50 signifies that half the work has been ddne. 

1*00 signifies completion of the work. 
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access to a tract over which, due to seasonal floods and the sandy nature of 
the soil, it is more economical to construct and maintain a railway rather 
than a road. Preliminary arrangements were taken in hand but active 
construction, it is expected, will commence only in April 1935. 

(vi^ Jhudo-Pithoro Railway. — The construction by the Jodhpur Railway 
Administration, on the metre gauge, of a line of railway from Jhudo to 
Pithoro, a distance of about 64 miles, was sanctioned in August 1934. The 
line, which has been located so as to distribute the benefits of rail transport as 
evenly as possible over a large tract of country, is being constructed funda- 
mentally for the movement of the increased volume of agricultural produce 
grown within the area as a result of the Lloyd Barrage Irrigation Scheme. 
The completion of the line will convert the Mirpur Khas-Jhiido branch into 
a complete loop of 114 miles leaving and joining the main line at Jainrao 
and Pithoro respectively. The line is under construction and it is expected 
that it will soon be ready for opening to public traffic. 

39. Important lines opened during 1934-35. — Of the lines opened 

during the year, the following may be specially mentioned : - 

Prachi Road-U na-Delvada section of the Junagad State Railway. - 31-27 
miles. — This railway serves a part of the country which was almost inacces- 
sible for the greater part of the year. It was com{)leted and opened for 
public traffic on 10th January 1935. 

40. Important New Works. — Meghna Bridge, hetween Ashngan 'j a)id 
Bhairab Bazar, Assam Bengal Railway. — The importance of a bridge over 
the Meghna river near Ashuganj as a means of communication between Assam 
and Eastern Bengal, had long been recognised, but had to be held in abeyance 
owing to shortage of funds. The matter, however, came into prominence 
during the flood season of 1934 when as a result of the Gauhati branch being 
closed for several weeks, traffic was diverted to the Ashuganj -Bhairab Bazar* 
route and very severely taxed the capacity of the ferry. The position was 
further aggravated by a solid mass of water hyacinth which came down the 
river and considerably prolonged the time normally required for crossing. As 
the circumstances clearly showed that the possibility of a breakdown in the 
ferry arrangements was oy no means remote and the estimates showed that the 
undertaking was financially justified, it was decided that there should be no 
further delay in providing a bridge and a scheme was accordingly decided on 
at a cost of about Rs. 56 lakhs to be taken in hand during the coming year. 

41. Open Line Improvements. — (i) Permanent Way Renewals. Of 
the permanent way renewal works sanctioned during the year, special men- 
tion may be made of re-sleepering 38-2 miles of wooden sleeper track with 
steel trough sleepers between Ramganj Mandi and Kotah on the Bombay, 
Baroda and Central India Railway. This forms the third and last item of 
the re-sleepering programme for the 123 mile section of the main line north 
of Ratlam, which was mentioned in previous reports. On the Bengal and 
North-Western Railway, as a result of an investigation into the condition 
of the 50-lb steel rails in the main line from Katihar to Gorakhpur, it was 
decided to enter upon a regular programme of relaying with 60-lb. steel rails 
and sanction was accorded to relay as a first instalment 32-5 miles between 
Sonepore and Chupra. On the Madras and Southern Mahratta Railway the 
existing 41^-lb. rails on the Guntakal-Mysore section will be relaid with 
2nd hand 75-lb. rails released from broad gauge sections, ddie intention is 
to relay also the remaining section of the line up to Yesvantpur using 60-lb. 
new rails within the Mysore State. 

(ii) Permanent retired alignment of the Bengal and North-Western Rail- 
way main line hetween Karagola and Kursela. — Owing to the encroachment 
of the Kosi river which had come to within 327 feet of the main line of the 
Bengal and North-Western Railway between Karagola and Kursela stations 
and was also a source of danger to the bridge over the Kosi, it was considered 
necessary to retire the alignment to a safe distance from the river so as to 
remove the danger and maintain railway communication. 

F 2 
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The work was taken in hand at a cost of Rs. 5,46,334 so as to have it 
completed before the following monsoons. 

(iii) Katareah Fender, Bengal and North-Western Railway. — Due to the 
continued encroachment of the Kosi river towards the west approach of the 
main line to the Kosi bridge between Katareah and Kursela stations, it was 
considered necessary to construct a substantial protective apron on the north 
side of the embankment which is the place at which the attack will be most 
severe if the Kosi river cuts away the remaining 520 ft. between its 1933 bank 
and the exposed edge of the proposed apron. The work was accordingly taken 
in hand at an estimated cost of Rs. 2-44 lakhs. 

(iv^ Remodelling of the East Indian Railway W orkshops at Jamalpur . — 
The existing workshops at Jamalpur were constructed about 1862, and have 
since been added to or altered to meet subsequent requirements. The layout, 
as it now stands, has many defects, the accommodation and facilities in the 
Erecting and other shops are very inadequate, due primarily to the narrow 
span of the bays which prevents the free movement of material in the shops, 
and the want of adequate crane power in the Erecting shop has also been a 
serious drawback. While the question of suitably remodelling the shops has 
.'been under consideration for some time past, it came into prominence a few 
years ago when the introduction of the first lot of the new standard engines 
presented difficulties in handling with the existing 30-ton erecting shop 
cranes. 

Preliminary plans for remodelling the shops were prepared in 1921-22 
and subsequently in 1925 but in view of the impending investigations by the 
State Railways Workshops Committee, their consideration was deferred. The 
proposals were subsequently examined by the State Railways Workshops 
•Committee, when they visited Jamalpur in 1925-26. 

In paragraph 315 of that Committee’s report the necessity for extensive 
remodelling was admitted. After that a number of large standard locomo- 
tives were received with which it was impossible to deal in the existing 
Jamalpur shops. Were it not for the fact that the new Locomotive Erect- 
ing shop in the Locomotive Workshops at Lucknow is capable of dealing 
with these heavier locomotives the provision of new shops at Jamalpur could 
not have been delayed until the present time. As, however, the heavier 
locomotives are employed on the eastern sections of the railway the solution 
of repairing these at Lucknow can only be considered as a temporary expedient 
on account of the unnecessary light mileage and consequent delay involved in 
sending them from districts near Calcutta to Lucknow for repairs. 

Consequently a scheme for remodelling the workshops was prepared by 
the Railway Administration in the year 1929 for inception when the finan- 
cial situation permitted. This scheme was in abeyance till 1932 when, in 
consultation with the Railway Administration, the Railway Board consider- 
ed that a thorough investigation into the question of transferring the existing 
Locomotive shops from Lucknow and their re-erection at Jamalpur was neces- 
sary for the following reasons : — 

(i) The growing necessity at Jamalpur for the earliest possible provi- 

sion of shop and crane facilities for dealing with the heaviest 
classes of Locomotive engines. Boilers and Tenders, together 
with the necessity on the grounds of economy, of concentrating 
at Jamalpur the greatest possible amount of heavy repair work, 
by reason of the more favourable labour conditions prevailing 
there, and of bringing such heavy maintenance work into closer 
contact with the manufacturing shops which are located at 
J amalpur. 

(ii) The less favourable labour conditions at Lucknow and the lack of 

close contact with the manufacturing shops, rendering tlm cost 
of periodical repairs somewhat higher than those obtaining at 
Jamalpur, with the result that the large and modern sh<^ at 
Lucknow cannot be fully employed to the best advantage. 
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In accordancje with the decision mentioned above a revised scheme was 
prepared by the East Indian Railway Administration which involves the 
dismantlement of the major portion of the Ix>comotive repair shops at 
Lucknow, their re-erection at Jamalpur, and the retention at Lucknow of 
certain shops as an auxiliary locomotive works. The Railway Board were 
satisfied that the scheme as prepared by the East Indian Railway was sound 
and remunerative and accordingly sanctioned it in May 1934. The scheme, 
which is in progress, is expected to be finished in three years. 

(v) Remodelling of Carriage and Wagon Shops at Jhansi {Great Indian 
Peninsula Railway). — The transfer of Locomotive repair work from Jhansi 
to Parel is now complete. It is, therefore, proposed to carry out certain 
alterations to the present Locomotive workshop building and modifications 
to the yard, to make it suitable for a Carriage and Wagon Repair Shop for 
repairing 4 coaching and 20 wagon units per diem. 

Carriage and Wagon repairs are now carried out at Jhansi in the open 
on a number of short lines which make progress difficult. The present 
outturn of four coaching and twelve wagon units per diem at Jhansi fully 
occupies the repair yard leaving no room for satisfactory extension. The 
proposed scheme provides for the alteration of the Locomotive buildings, 
vacated on account of the transfer of Locomotive repairs to Parel, to serve as 
Carriage and Wagon repair shops with a convenient layout for the expedi- 
tious movement of stock under repairs and equipped with plant such as over- 
head cranes, electric trucks and for the expeditious outturn of 4 coaching and 
20 wagon units per diem. The scheme is capable of expansion without extra 
cost to double the outturn of coaching stock and at small additional cost to 
increase the outturn of wagons by 33 per cent. The scheme, which is estimated 
to cost Rs. 4,34,635, was sanctioned during the year under review, and includes 
provision for the following works : — 

(1) Permanent way, points and crossings and ballast. 

(2) Alterations to existing Shop Columns and providing new 

■ stanchions. 

(3) 85-ton traverser complete. 

(4) Removing and re-erecting machines, fencing, etc., in Mill Wright, 

Fitting and Machine Shops, providing additional machines and 
cranes, etc., in Wheel Shop and examining pit in Mill Wright 
Shop. 

(5) Concrete roads for electric trucks. 

(6) Ash and examining pits and hydrants. 

(7) Rearrangement of Crane Girders and installing additional cranes. 

The work is expected to be finished within two years. 

(vi) Remodelling Delhi Yard. — The existing yard at Delhi had not been 
materially improved during the past twenty years and was very cramped and 
unsuitable for present day conditions. Remodelling of the Delhi main station 
was, therefore, sanctioned in September 1934. The main works to be under- 
taken in connection with the project are the lengthening of passenger }Jat- 
forms, involving alterations in yard arrangements which are also required in 
order to give increased safety in operation by the introduction of track 
circuiting, provision of power signalling and installation of new battery 
charging plant. The scheme will take about two years to complete. 

(vii) Shoranur-C ochin Railway conversion. — The conversion of this line 
into broad gauge was completed during the year and the line was opened to 
traffic on the 21st October 1934. With the opening of the line, goods can now 
be despatched to the new harbour at Cochin without break of gauge at 
Shoranur. 

The conversion scheme also necessitated the remodelling of the junction 
arrangements at Shoranur, which were taken in hand at an approximate cost 
*of Rs. 6*75 lakhs 
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42. Hardinge Bridge, Eastern Bengal Bailway. — A short description 
of the trouble experienced at this important bridge and of the protective 
measures undertaken on the advice of Sir Robert Gales, was given in fast year’s 
report. As the scheme embodied in Sir Robert Gales’ recommendations for 
the further protection and permanent security of the bridge involved the 
expenditure of a very large amount of money, a committee of engineers includ- 
ing Irrigation experts known as the Hardinge Bridge Committee was formed 
to further investigate the situation. After detailed inspections of the river 
and due deliberation, this committee came to the conclusion that there were 
still certain works for the protection of the bridge during the following flood 
season, which should be done immediately, but that the formulation of the 
final scheme for permanent protection should be postponed till after the result 
of certain experiments to be carried out with a working model of the river 
and the protection works by the Research division of the Bombay Public Works 
Department at Poona, were known. This will probably be some time after 
the next flood season, 1935. 

The recommended works, as also certain repair works, were taken in hand 
during the year, and measures were put in hand also to ensure the prompt 
introduction of a ferry service over tne Ganges if the danger to the bridge' 
during the flood season proved sufficiently great to necessitate it. 

43. Quarters for Subordinate Stall. — The statement below shows the 
additions made during the year to the number of quarters available for sub- 
ordinate and inferior staff on the various railways ; — 

Assam Bengal Hallway ..... 

Bengal and ]S(»fth-A\'estern Hailway . 

Bengal Nagpur Hallway ..... 

Bombay, Baroda and Central India Railway 

Burma Hallways ....... 

Eastern Bengal Hallway ..... 

East Indian Hallway ...... 

Great Indian Peninsula Hallway 

Madras and Southern Mahratta Hallway . 

North Western Railway ..... 

Rohillrund and Kumaon Railway 

South Indian Hallway ..... 

Jodhpur Hallway ...... 

-Uis Exalted Highness the Nizam’s State Hallway 


40 

120 

172 

23 

13 

87 

342 'plus 300 rooms 
temporary quar- 
ters at Jamal- 
pur. 

2 

36 

168 

8 

201 

64 (of these 24 are- 
on the Indian 
State section.) 
94 


Conditions were rather exceptional in the areas visited by the disastrous 
earthquake of 15th January 1934 and account for the relatively greater number 
provided, notably on the Bengal and North-Western and East Indian Rail- 
ways. On the South Indian Railway, however, the figures include the balance 
of the previous year’s sanction. 

The question of providing quarters for the staff of the Railway Clearing 
Accounts Office and certain other Railway offices located in Delhi, also received 
consideration, but no final decision could be come to, owing mainly to difficul- 
ties in securing a suitable site. 
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CHAPTER IV. 

TRANSPORTATION AND WORKING. 

44. Statistics.- The best index to the volume of business handled by 
railways is passenger miles as regards passenger traffic and net ton miles as 
regards goods traffic ; to arrive at these figures the total number of 
passengers and tons of goods carried are multiplied by the number of miles 
over which they are moved. The following table shows that the amount of 
traffic thus expressed which Class I Railways had to carry, increased during 
the year, as compared with the previous two years. The figures of net ton 
miles given do not include the mileage incurred by purely departmental 
trains but this mileage only represents about 3 per cent, of the total. 




In thousands. 


Particalars. 

1 

1932-33. 

1933-34. 

192435. 

Percentage of 
increase ( + ) 
oT decrease 
( — ) com- 
pared with 
1933-34. 

PaAsenger miles 4 . . . • 

10,8-0,772 

i 

i 

i 

16,987,135 



+ 3-68 

Net ton milofl ........ 

I0,032,0o2 

i 

1 

18.043,937 

19,546,967 

^ 8*33 

1 


Service 'performed . — The following table shows the number of train 
miles incurred in carrying the above mentioned traffic. Passenger train 
miles show an increase of 2-99 per cent, on the broad gauge and 1-65 per 
cent, on the metre gauge and a decrease of 21,5 per cent, on the narrow gauge. 
The figures of goods train miles show an increase of 6-52 per cent, on the 
broad gauge, 4-96 per cent, on the metre gauge and ITO per cent, on the 
narrow gauge. Full details of train and engine miles of Class I Railways 
are given in statement No. 17 of Volume II and that of class II and III 
Railways in statement No. 37 : — 


(Figures in thousands.) 








Class I Railways, 


- 




Particulsrs. 


Bkoad Gauge. 



Mbtkb Gauge. 



Karhow Oauqk. 





Percent- 
age ot 
; varta- 
tloQS with 
! 1933-84. 

1 




Feroent- 
age of 
varla- 
ilona with 
1938-84. 


i 

1 


Percent* 


1932-88. 

1988-84. 

1924^. 

1982-83. 

1983-84. 

1984^ 

1982-83. 

1038-34. ; 

1934^. 

sga of 
varia- 
tions with 
1938-34. 

PasseDgor (ioolnd- 
tng proportion 
of mixed) train 
miles** 

62,498 

62,468 

61,837 

+ 299 

j 

i 30,854 

i ! 

1 1 

1 

so.ieo 

80,693 

-M-66 

2,801 

8,823 

i 

2.273 

—2-16 

•Cloods (Inclndlng 
proportion of 
mixed) train 

miles.* 

1 

85,799 

37,712 

40.172 

j -f 6-62 

i 1 

; i 

i ' 

1 18,217 

18,947 

19.887 

1 

-t-4-96 

1 

1 1 

1,659 

1 

. 1 

2,548 1 

i 

1 

1,566 

i 

-fllO 

1 

! 


* Includet mileaga of electric locomotive traini . 


In addition to the train services mentioned above a large amount of 
directly unproductive or “ Other ” engine miles, viz., shunting, light and 
assisting had necessarily to be run. During the year under review, however, 
this mileage was equivalent to only 16 per cent, of the total engine miles 
{(including departmental), as compared with 17 per cent, in the preceding 
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yiear. The total departmental train and engine mileage, which is also not 
directly productive, formed 4 per cent, of the total engine mileage includ- 
ing departmental, as compared with 5 per cent, in the previous year. As 
the shunting miles on railways form the greater proportion of unproductive 
mileage, the following table has been prepared to show the ratio of shunting 
miles per 100 train miles on the passenger and goods services of Class I 
Railways : — 



Broad Oauob. 

Mxtrb Qauqb. 

Particulars* 

i 

1932-33. 

1 

1 

1933-34. 

1934*3S. 

Percentage 
of varia- 
tions with 
1033-34. 

1932-38. 

1 

i 

1933.34. i 

1 

t 

19S4-3S. 

Percentage 
of varia- 
tions with 
1933-34. 

Shunting miles per 
100 train miles 
(Passenger and 
proportion of 

mixed). 

5-61 

1 

1 

5-37 

S03 

— 6-38 

6-35 

i 

6-43 

1 

5-07 

—0*33 • 

Shunting miles per 
100 train miles 
(Qoods and pro- 
portion of mixed). 

37*0 

i 

1 

35-8 

35 4 

—1*12 

31-G 1 

31-9 

1 

32*6 

4- 2*19- 


Engines. — Th.e work done by engines is expressed by the figure “ engine 
miles per engine per day Based on the number of engines on the line, 
this figure shows an incre.ase on the broad gauge from 61 to 65 and on the 
metre gauge from 62 to 65- Based on the number of engines in use, the 
number of engine miles per engine per day increased from 107 to 108 on 
the broad gauge and from 100 to 102 on the nietre gauge. The percentage 
of engines under or awaiting repairs in mechanical and transportation work- 
sliops increased from 16-9 to 17-4 on the broad gauge, while there was a 
slight decrease on the metre gauge, riz., from 14 3 to 141. 

45. Speed of goods trains. — The average through speed of goods 
trains is calculated on the total time taken by a train from the start to the 
finish of its run inclusive of stops en route. During the year under review 
the average speeds on Class I Railways remained substantially the same as 
in the previous year. The actual figures for 1934-35 were 1T6 miles per 
train engine hour on the broad gauge, and 11() on the metre gauge, as com- 
pared with 11-7 and llO respectively for the previous year. In statement 
No. 20 of Vohime II detailed particulars are given for each railway. 

46. Loads of goods trains. — The aveiage net or freight load of broad 
gauge gocwls trains on Class I Railways during the year under review was 
the same as during the previous year, i.e., 391 tons (steam). On the other 
hand, the figure for metre gauge lines on Class I Railways increased from 
168 tons in 1933-34 to 174 tons in 1934-35. Statement No. 23 of Volume II 
contains the figures for each railway- 

The main index figure of goods train working, i.e., “ net ton miles per 
engine hour ” again showed an improvement: being 1,946 for the broad 
gauge and 891 for the metre gauge in 1934-35 as compared with 1,927 and. 
877 for the broad and metre gauge respectively in 1933-34. 

47. Wagon Usage. — The extent to which available wagon stock is 
utilised may be expressed either in the average number of miles run per 
wagon per day (both loaded and empty wagons being taken into account) 
or in the average number of net ton miles performed by a wagon per day. 
Both these statistical figures, however, indicate the work done by the total 
number of wagons on railways and not only by the wagons actually in use, 
as all empty wagons are also taken into account, whether, actually in use' 
or stabled in sidings during the period that they are in excess of traffic 
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requirements. The following table shows these two results for 1934-35 com- 
pared with the previous year : — 



Wagon miles per 

Net ton miles per 


wagon day. 

wagon day. 


1933-34. 

1934-35. 

1933-34. 

1934.35. 

Broad gauge 

32-5 

34-8 

283 

308 

Metre gauge • . • . . ... 

26*5 

28-2 

134 

147 


The average percentage of unserviceable wagons in mechanical and 
transportation workshops and sick lines to the total numVjer of goods wagons 
fell from 10-53 to 9-31 on the broad gauge while on the metre gauge the 
percentage increased from 2-46 to 2-56. 

Passenger vehicles . — Similar figures witli regard to repairs of passenger 
vehicles show an increase from 11-25 to 11-96 on the broad gauge and from 
8-43 to 8-52 on the metre gauge. 

Turning to individual railways, some of the principal features of the 
year’s transportation working are as follows : — 

Bengal Nagpur Railway . — The wagon miles per wagon day and net 
ton miles per wagon day advanced from 27-9 and 265 in 1933-34 to 32-8 
and 321 in 1934-35, respectively. The net ton miles per engine hour increased 
from 1,590 in 1932-33 and 1,782 in 1933-34 to 1,830 in 1934-35. The 
shunting miles per 100 goods train miles fell from 49 6 in 1932-33 and 48-4 
in 1933-34 to 44-8 in 1934-35. 

Burma Railways The engine miles per day per engine in use advanced 

from 107 in 1932-33, 108 in 1933-34 to 112 in 1934-35- The average wagon 
load increased from 7-66 in 1932-33, 7-87 in 1933-34 to 8-29 in 1934-35. 
The wagon miles per wagon dav rose from 25-5 in 1932-33, 30-1 in 1933-34 
to 32-3 in 1934-35. 

Boinhay, Baroda and (’entral India Railway. The net ton miles per 
engine hour advanced from 2,061 to 2,191 on the broad gauge and 1,124 to 
1,193 on the metre gauge. 

Eu.steru Bemgal Railway .- — The wagon miles per wagon day advanced 
from 22-7 to 25-0 on the broad gauge and from 22-9 to 24-7 oii the metre 
gauge. The net ton miles pei' wagon day increased from 161 to 178 on the 
broad gauge and from 88 to 103 on the metre gauge. The engine miles per 
day per engine in use and on line advanced from 107 and 69 to 120 and 83 
on the broad gauge indicating a more intensive use of locomotive pow^er. 

East Indian Railway . — The net ton miles per goods locomotive day on 
line advanced from 15,147 in 1933-34 to 16,268 in 1934-35. 

Great Indian Peninsula Railway . — The average freight load per train 
and the net ton miles per wagon day increased from 371 and 374 in 1933-34 
to 376 and 386 in 1934-35, respectively. 

Madras and Southern Mahratta Railway . — The wagon miles per wagon 
day and net ton miles per wagon day on the broad gauge advanced from 36-6 
and 281 in 1933-34 to 42-4 and 333 in 3934-35, respectively. 

His Exalted Highness the Nizam's State Railway . — The net ton miles 
per engine hour increased from 1,586 to 1,798 on the broad gauge and from 
961 to 1,064 on the metre gauge. The wagon miles per wagon day rose 
from 35-0 to 38-8 on the broad gauge and from 29-7 to 33-1 on the metre 
gauge. 

North Western Railway . — The net or freight load per goods train 
advanced from 300 in 1933-34 to 317 in 1934-35. The shunting miles per 
100 passenger train miles fell from 8 02 in 1933-34 to 6-86 in 1934-35. 

South Indian Railway . — The net train load ro.se from 236 to 243 tons 
on the broad gauge and on the metre gauge sections from 152 to 160 tons 
under steam and from 141 to 168 tons under electric locomotive services 









respectively. The net ton miles per wagon day advanced from 203 to 237 
on the broad gauge and from 99 to 105 on the metre gauge. 

48. Punctuality of passenger trains. The following table shows the 
percentage of passenger trains not losing time to total number of trains run 
during 1934-35, as compared with 1933-34, on Class I Railway : — 


— 

All trains 
(including 
electric 
imiltiplo 
unit 

j trains). 

Mail and 
important 
through 
trains. 

Mixed 

trains. 

Suburban 

trains. 

Other 

passenger 

traina. 


Broad Gauge. 









1934-35 . 

. 


- 

• 

88-1 

82*9 

857 

89-4 

95-5* 

85*3 

1933-31 . 

Metre Gauge, 

• • 



87-0 

S3-0 

84-3 

6n-6 

93'4* 

84*6 

1934-35 . 

. 

• 

• 

• 

880 

87-2 

870 

95*9 

97-3* 

I 

85*8 

1933-34 . 

• 

• 

• 

* 

S7-2 

1 

8«-4 

I 

8C-.-> 

95-7 

Ol-l* 

1 

85-:J 


* Bombay, Baroda and CVmtral India, Groat Indian Poiiinsiila and South Indian Railways’ olocdrie multiple 
unit trains. 


It will be scon that on the bro.ad gauge, although the ])ercentage of 
mail and important through trains and submban (steam) trains not losing 
time shows a slight fall, there has been an appreciable improvement in the 
running of all other passenger trains. On the metre gauge, there has been 
a substantial improvement in the running of all passenger trains and this 
has been particularly marked in the sub\irban (electric) services. 

49. System of Ticket Checking. — (i) Assam Bengal Railway— 'Yhe 
only important change during the year was a re-arrangement of the head- 
quarter stations of the travelling ticket examiners, so as to provide for their 
better distribution over the system. The establishment was also increased 
by the addition of five travelling ticket examiners. 

Intensive checks made over selected sections of the line showed that 
considerable revenue is still lieing lost. 

(ii) Bengal and North-Western Railway. — ^The travelling ticket check- 
ing staff is divided into ten sections. There are three supervisors who are 
responsible for seeing that the work of the travelling ticket examiners is 
efficiently carried out. One special gang is utilised on sections where it is 
suspecteil that systematic fraud is prevalent. This gang is sent during 
melas to help the regular staff at stations and on trains. 

(iii) Bengal Nagpur Railway. — The traffic department previously con- 
trolled the collection and check of tickets at stations and from May 1934 
it also took over from the Audit department the control of ticket checking 
in trains and the organisation was placed under the control of an Assistant 
Commercial Officer. The strength of the travelling ticket checking staff is 
134. Seven temporary travelling ticket collectors were appointed during 
the year to cope more effectively with the illicit travelling prevalent in the 
Howrah-Machada suburban section and the extra staff paid for itself. 

Arrangements were also made with certain local Governments for the 
attendance of magistrates at important stations so that cases instituted 
under the Indian Railways Act might be more expeditiously dealt with. A 
special batch of travelling ticket in.spectors made a thorough check of trains 
in areas adjacent to stations at which these • magistrates sat, with very 
satisfactory results. Apart from the check of tickets by travelling ticket 
inspectors, the practice was continued of making surprise checks by staff 
temporarily available organised by District Commercial Officers and Distript 
Transportation Officers. 








BOMBAY, BARODA AND CENTRAL INDIA RAILWAY. 



AU-electric power signal interlocking lever frame with illuminated signal and track diagram and Block Signalman’s table at Bandra Station. 
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(iv) Burma Railways. — There has been no change in the system of check- 
ing tickets. Owing to the length of the section which was previously given 
to the upper flying squad, an intensive check of trains could not be made on 
the Mu-Valley, and an additional flying squad was therefore constituted with 
headquarters at Kanbalu, and the sections of the other three squads were 
readjusted. 

(v) East Indian Railway. — The system of checking tickets and their 
collection, as recommended in the Moody-Ward Report has been continued. ’ 
The following additional steps were taken to prevent ticketless travel : — 

(«) twenty-four hour concentrated surprise checks at stations under 
the supervision of responsible officials; 

(6) issue of platform tickets at stations where they were not previously 
issued ; 

(c) check of ice-vendors’ compartments, as a result of which a number 
of ticketless passengers and unbooked parcels were detected ; 

{d) check of workmen’s trains; 

{e) special checks carried out under the supervision of the Accounts 
and the Watch and Ward Departments; 

(/) direction of holders of short journey tickets at certain stations 
into a special compartment to ensure that they detrained at 
destination; 

(^) removal of mendicants and unauthorised persons from railway 
premises ; 

(A) posting of porters or other available station staff on the off-side of 
trains and at the end of platforms to prevent passengers leaving 
by unauthorised exits ; 

(?) the co-operation of District Magistrates led to more Railway 
Magistrates lieing appointed to deal expeditiously with railway 
cases ; 

{]) check of trains in the presence of Railway Magistrates. 

A considerable number of passengers, however, continued to travel 
without tickets and the question of strengthening the ticket checking staff* 
was taken up. 

(vi) Eastern Bengal Railway. — There \vas no substantial change in the 
system of ticket checking. The “ Alternate Crew Check ” on the suburban 
section and the “ Moody- W^ard ” system on other sections were continued 
as in the previous year. Four special inspectors were, however, appointed. 
The appointments made during the year of special Railway Magistrates at 
Katihar and Kishanganj to deal with cases instituted under the Indian 
Railways Act will facilitate disposal of such cases. 

(vii) Great Indian Peninsula Railway. — Travelling ticket inspectors 
supervise and check the work of ticket collectors at stations and also travel 
over their respective lengths to collect excess fares and penalty charges from 
passengers without tickets- They also conduct when nece.ssary the prosecu- 
tion of passengers travelling without proper tickets. 

A permanent flying squad is employed on the Bombay Division. Flying 

squads are similarly arranged by Divisional Traffic Managers, whenever 
possible. 

The Crew system of checking tickets was continued on the sections 
Bhusaval-Harda and Bhusaval-Badnera. 

(viii) Jodhpur Railway. — Besides the usual checks applied by the 
travelling ticket examiners the following measures and precautions were 
adopted : — 

(а) special vigilance at junction stations where illicit traffic mostly 

originates; ^ 

(б) watching off-sides of trains at halts; 

(c) watching short journey ticket holders; 

G 2 
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(d) getting the station staff at small stations, where the staff cannot 
prevent mendicants from entraining without tickets, to draw 
the attention of the travelling staff to such persons. 

(ix) Madras and Southern Mahratta Railway.— Travelling ticket 
examiners under the control of District officers work to a programme of 
check of tickets in running trains. They are also used to augment the 
ticket collecting staff at stations on special occasions, such as melas, etc. 

Stationary and travelling ticket examiners are employed as a special 
squad to deal with the exceptional conditions prevalent in the Madras 
suburban area. Headquarters travelling ticket examining squads are employ- 
ed for short periods over selected .sections to check all trains in the area. 

Certain subordin.ates of other departments have been invited to co- 
operate in detecting .and handing over ticketless travellers with satisfactory 
results. 

(x) His Exalted, Highness the Nizamis State Railway. — The check on 
suburban trains of both gauges was performed by a crew of six to seven 
travelling ticket collectors under the direct supervision of travelling ticket 
inspectors specially .selected for the work, all trains being checked every 
day. 

During the first fortnight of each month, travelling ticket inspectors 
headquartered at Puma were formed into batches each consisting of two for 
the purpose of making surprise test checks on all trains, according to a 
confidential chart, each batch concentr.ating on a particuhar section. During 
the second fortnight of e.ach month the travelling ticket inspectors worked 
singly to a roster which provided for a daily check of certain important 
trains and others at frequent intervals. 

At Secunderabad two batches each consisting of two travelling ticket 
inspectors made surprise test checks on all trains (working to a confidential 
chart) throughout the year, one batch concentrating on the broad g.auge, the 
other on the metre gauge. The remaining travelling ticket inspectors at 
Secunderab.ad worked to a roster whicli provided for a daily check of 
important trains at frequent intervals. The arrangements m.ade last year in 
oo-operatio.n with the local Government for m.agistratcs occasionally to 
travel over the line accompanied by a special b.atch of travelling ticket 
inspectors .and police so that those detected without tickets might, where 
necessary, be placed immediately before a magistrate were continued. 

(xi) North Western Railway. As a special measure groups of special 
ticket ex.aminers were split into sub-grou])s of tAvo men (.and in some cases one) 
in order to check a larger number of stations. On the Karachi, Quetiji and 
Rawalpindi Divisions tlie ex})eriment of providing special ticket examiners 
with spring balances to AAeigh passengers’ luggage was tried and the intro- 
duction of similar measures on other divisions is being considered. 

The United Provinces Government agreed to detail magistrates at cer- 
tain railway stations to try c.ases of ticketless travelling and accordingly a 
magistrate was detailed to sit at Meerut city. This had the effect of reduc- 
ing the number of cases detected in that area. 

(xii) Rohilkund and Kumaon Railway. — The duties of travelling ticket 
checkers are ch.anged weekly. Principal trains are checked almost daily and 
particular attention is paid to the checking of branch line trains. 

One of the two important changes made in the procedure adopted 
hitherto has been a series of .surprise raids in collaboration with Railway 
Magistrates and their staff. These checks proved efficacious both in the 
recovery of railway dues and a reduction in the number of persons travelling 
without proper tickets. 

Three additional travelling ticket collectors and one travelling ticket 
inspector were appointed to serve as a flying squad and make surprise checks 
under instructions from an Assistant Traffic Superintendent in charge. 

(xiii) South Indian Railway. — 197 travelling ticket examiners and 14 
travelling ticket inspectors were utilised for checking trains. 20 travelling 
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ticket examiners and 4 travelling ticket inspectors were retained at head- 
quarters, the remainder being distributed on the six districts. The twenty 
travelling ticket examiners at headquarters were divided into four squads, 
but two of these squads were withdrawn to make an intensive check of 
trains on sections round Trichinopoly Junction. I’assengers detected 
travelling without tickets on these sections and refusing to pay the excess 
fare due were immediately produced before a Special Magistrate at 
Trichinopoly Junction. 

60. Road Motor Competition. — The question of co-ordinatiijg the 
development of road and rail transport facilities has continued to receive the 
attention of the Government of India. An the report for 1933-34, it was 
stated that the Government of India were in correspondence with local Gov- 
ernments as to the action to be taken to implement the resolutions adopted 
at the Rail-Road Conference held in April, 1933. This correspondence led to 
a meeting being held in January, 1935, of a body called the Transport Advisory 
Council which it is hoped will be a permanent institution. It consists of 
the members of the Governor-General’s Executive Council in charge of matters 
relating to communications and representatives from each Governor’s pro- 
vince, ordinarily a Minister, each with one or two technical advisers. At 
the meeting referred to, the Council formulated a precise statement of policy 
to secure the co-ordinated development of road and rail transport. This 
statement has since been placed before local Governments with a view to its 
adoption by them. In addition to these steps to secure a sound policy in 
the future, the Government of India have always administered the Road 
Account, which at present forms the cliief source of funds for the develop- 
ment of roads, in a manner designed to avoid undesirable competition between 
motor and railway traffic. 

Meantime, the question of taking steps to meet the competitive conditions 
created by the running of road motors has continued to receive close attention 
on all railways. Brief particulars indicating tiie position on certain principal 
railways and of what has been done during the year under review are given 
in the following paragraphs. 

(i) Assam Bengal Raihvaij. — Tliis railway is not subject to competition 
from road motors to any great extent, but the improvement of roads and pio- 
vision of road bridges, specially in Assam, are creating a position which will 
need careful attention. The principal development during the year was the 
growth of road competition between Karimganj and Sylhet Bazar and on the 
Ghittagong-Dohazari line. The number of trains on these sections was 
increased to meet this competition. 

(ii) Bengal and N orth-\V este rn Railway . — t’ompetition is not serious at 
present, principally on account of the comparatively low fares charged and 
the poor condition of roads running parallel to or short-circuiting railway 
lines through the greater part of the system. 

(iii) Bengal Nagpur Railway . — Reduced third class single journey tickets 
between certain stations on the Satpura narrow gauge system and on the 
Dhamtari Railway were introduced, with satisfactory results. 

Special rates lower than the half parcels rates from certain stations on 
the Ranchi-Lohardaga section to Howrah were quoted for vegetable and fresh 
fruit traffic which it was found was being diverted to the road. 

(iv) Bombay, Baroda and Central India Railway. — No new measures 
were taken to meet road competition as regards passenger traffic, but the 
effect of measures taken in previous years was carefully watched and it was 
found that competition had decreased to a certain extent on some sections. 

Competition as regards parcels traffic has been experienced on the Bombay 
suburban section, and action has been taken by local canvassing and the 
placing of a motor lorry service at the disposal of the trade to meet this 
competition. 

(v) Burma Railways. — (u) The co-ordinated bus services between 
Kyaukpadaung and Chauk and Kyaukpadaung and Yenangyaung continued 
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to function throughout the year, and the parcels traffic continued to improve 
on these services. An agreement was entered into with the Tavoy Motor 
and Cycle Company, for the carriage of railway parcels between the rail 
head at Ye and Tavoy to provide through booking between all stations on 
the railway and Tavoy, The traffic on this route has been very good since 
the opening of this new service and promises well for the future. The bus 
service has also popularised the rail route to Tavoy via Ye. 

{b) Passenger traffic . — The local trains which had been running between 
Toungoo and Penwegon were extended to run between Toungoo and Nyaung- 
lebin. A service of two local trains each with two coaches was instituted 
between Petpadan and Paungde. This section has been one of the worst 
sufferers from bus traffic, the road running parallel to and practically adjoin- 
ing the railway line for the whole distance. The trains referred to stop 
at certain busy level crossings between stations adjacent to big villages for 
the purpose of entraining or detraining passengers. A great deal of the 
lost traffic has thus been regained. 

(c) Other than passenger traffic. — Competitive rates were introduced 
where necessary, and in certain cases siding or similar charges were waived, 
but the loss of goods traffic to the road now presents a serious problem. In 
the ca.se of paddy to up-country mills alone, it is estimated that the railway 
now loses possibly 60,000 tons per annum to the road representing about 
Rs. 1,50,000 in freight. The lorries which take loads of paddy to the up- 
country mills often get return loads in the form of rice, and where rice is 
taken to Rangoon, the lorries again get return loads in the form of higher 
grade commodities. It is probably not an unfair estimate to place the 
present total loss of goods traffic to the road at Rs. 4,50,000 per annum. The 
question of meeting this competition is receiving very careful consideration. 

(vi) Past Indian Railiray . — The number of omnibus services operating 
in the areas served by this railway at the end of March 1935 was 282, show- 
ing no increa.se over the figure for the previous year. The action taken by 
the railway to meet competition reduced by twenty the number of buses 
licensed for ofieration on competitive roads and short-circuiting roads. On 
the other hand, there was an increase of 63 buses in the number licensed for 
operation on feeder loads. 

Cheap return tickets were being i.s.sued on 37 sections, nine of these 
being additions made during the year. With the.se reduced fares was com- 
bined, whenever possible, an improvement in travelling facilities by the 
running of light trains and the opening of halt stations. Action was also 
taken to give greatei’ publicity to the reduced fares introduced. 

(vii) Eastern Bengal Railway. — C^heap lower class return tickets were 
introduced on the Rupsa Kast-Bagerhat section. The introduction of 
third class ordinary return tickets at one and two-thirds single journey fares, 
and their availability for a minimum period of two days after the day of 
issue will, it is believed, act as an effective check against road competition. 

Apart from the Ballygungc-Diamond Harbour section, motor services 
elsewhere have not been able to extend the scope of their activities to the 
detriment of railway revenues. 

(viii) Great Indian Peninsula Railway. — Competition from road motor 
sei'vices continued to be keen throughout the year and measures were taken to 
regain lost coaching and goods traffic. Besides adjustments in train timings 
and reduction in third class fares on certain sections, an intensified pas- 
senger service by a Diesel rail car was introduced on the Pulgaon-Arvi Rail- 
way. A reduction in the basis of charge for lower class traffic from 4 pies 
to 3 pies per mile was also made from 1st January, 1935. As a result, bus 
competition on this section has received a definite check. 

Frequency of service, running of special trains, strengthening of the 
rakes of the already existing train services, and the quotation of reduced third 
class fares, were among the important measures adopted to divert pilgrim 
traffic from the road to the rail. 
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Reduced rates were also quoted for certain commodities to prevent the 
diversion by motor lorries of traffic previously carried by rail. 

(ix) Madras and Southern Mahratta Railway . — The most serious com- 
petition so far experienced is in connection with passenger traliic, but there 
is evidence that competition by buses and lorries is growing in respect to 
parcels and certain classes of goods traffic. The measures taken to counter 
competition for jTassenger trafhc include : — 

(a) improvements in the train seiwice; 

(/>) flat rate reductions over sections or branches ijf the railway ; 

(c) cheap return journey tickets between competitive points; 

{d) cheap single journey tickets between competitive points. 

In regard to {a), much has been done to improve the train service by 
reducing the overall time of trains. In particular, attention has been paid 
to the grouping of trains at junctions in order to avoid long halts. Expe- 
rience has shown that additional trains, as a measure of combating competi- 
tion from the roads, are not particularly cflective. 

With regard to {b), flat rate reductions over certain sections and branches 
have been tried, but here again experience has shown tliat the measure is 
one to be adopted with caution if a net loss is to be avoided. 

As regards (c) and (rf), cheap return journey tickets between competi- 
tive points have met with a certain measure of success, but it is not con- 
sidered that these effectively counter bus services. The greatest measure of 
success has been obtained with cheap single journey tickets between com- 
petitive points, but here also it is necessary to proceed with caution if loss 
is to be avoided on account of the rebooking whicli is liable to occur. It is 
also necessary to ensuie that sufficient potential traffic exists and is likely 
to be attracted in order to offset the loss whidi is inevitably involved by a 
reduction in the fare. 

Competition for parcels traffic is mainly confined to perishables such as 
betel leaf and it has been found necessary in the case of traffic for the Boinliay 
market to reduce parcel rates in conjunction with the Creat Indiaii I*eninsula 
Rail wav from stations near Poona. 

As regards goods traffic, the principal competition consists of either — 

(a) cases where the railway is considerably short-circuited such as 
Miraj to Bijapur, or 

{b) cases where traffic is conveyed under special conditions. 

To meet {a), the only possible counter measure is rate reductions. 

To meet (6), service and facilities are of importance. For example, hides 
and skins which are sold by weight are readily susceptible of tiansfer to the 
roads owing to the loss of weight which occurs during delayed transit by 
rail in iron wagons. A recent development is the transport of matches by 
road due to the adoption of a cheap form of packing which does not conform 
to the regulations prescribed for the conveyance of matches by railway. 

(x) North Western Railway . — Severe competition from road motors for 
passenger traffic still continues to be experienced on certain sections. A new 
feature of this competition has been the formation of organised companies 
which run motor services to regular timings and at fixed charges. Their 
activities extend also to parcels and goods traffic, the commodities most 
affected being fresh fruit, vegetables, piece-goods, wheat, groceries, haber- 
dashery, ghee, etc. 

In order to check these activities and to re-divert passengers to the rail- 
way the policy started in 1931 of issuing cheap single or one (or two)-day 
return tickets has been pursued. The train services have also been improved 
and accelerated and a campaign of canvassing for passengers carried out. 

Competition in parcels traffic is mostly felt in regard to fresh fruit and 
vegetable traffic. Low rates have been introduced for smalls, and special 
concession rates for wagon loads. 
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The effect of competition in goods traffic is mostly felt for distances 
within 50 miles. Attempts are made to regain the traffic by improving the 
services, running guaranteed vans, relaxing conditions of packing and car- 
riage, etc. When, however, such measures do not improve matters, very 
low station-to-station rates are introduced. In the majority of cases, 
however, it is believed that it would have been easier to combat road com- 
petition if it were not for the extensive and indiscriminate overloading of 
lorries. 

The newly organised Sales branch has also started canvassing for traffic 
in towns, villages and mundies. 

/ (xi) His Exalted Highness the Nizam's State Railway. — The Railway 
Road Mechanical Transport Services took over the Mahbubnagar Devarkadra 
road paralleling the railway line, and the Nander-Hingoli road which short 
cirQRits and competes directly with the Hingoli Branch. Most other com- 
petitive roads are at present worked under monopolies and cannot be taken 
over until these expire in July and August, 1936. 

(xii) Rohilkund and, Kiimaon Railway. — With a view to combat bus 
comi>etition, the following measures were adopted : — 

(а) Intermediate and third class return tickets were issued at con- 

cession fares over the main line from Lucknow to Kasganj in- 
cluding Bareilly-Kathgodam section. 

(б) Return third class tickets were issued from stations on the Bombay, 

Baroda and Central India Railway between Agra and Kasganj 
to Soron via Kasganj at 1^ fares to divert mela passengers to 
the railway. 

(c) TJght iNissenger trains were run with speed accelerated between 
Bareilly and Kathgodam and Bareilly and Pilibhit. 

Motor buses are attracting goods of a perishal)le nature carried by rail 
as parcels for short distances, but competition in respect of goods traffic 
has not yet been felt. 

(xiii) South Indian Railway. — Competition from motor buses has 
affected both coaching and goods traffic. Cheap third class single journey 
fares have been quoted on certain sections, and this has tended to check the 
expansion of road services. Other steps taken include improvement of travel 
facilities by the introduction of fast passenger trains, the running of addi- 
tional trains at convenient timings and the stoppage of certain trains at level 
crossings near villages. 

Reduced rates have been quoted, where necessary, for certain commo- 
dities normally carried as parcels traffic and also for others generally carried 
by goods trains. Further facilities have been afforded by arrangements being 
made for quick transit, etc. 

51. Mela Traffic. — During the year under review further efforts were 
made to facilitate dealing with the large influx of passengers visiting places 
of religious importance, and to encourage pilgrims to visit such places. In 
some cases special rates for return tickets were quoted in conjunction with 
steamer companies. 

The following are some of the more important melas which occurred 
during the year : — 

(i) The Ardhodaya Yoga Mela at Sitakund, in Calcutta, and at 
various stations along the hanks of the Ganges. — This fair occurs about once 
in 27 years. From the Assam Bengal Railway nearly 75,000 passengers 
travelled to Sitakund, the Bengal Nagpur Railway conveyed 70,000 by special 
trains into Calcutta, and the number of pilgrims who attended the melas 
at various stations on the Bengal and North-Western Railway totalled about 
115.000. 

(ii) Ardhodayam in the Madras Presidency . — This occurred at Dhanush- 
kodi, Chingleput and Vedaranniyam, and the South Indian Railway carried 
119,000 pilgrims to these stations. 



Chap. IV.] 


TBANSPORTAXION AND WORKING. 


45 


(iii) .The anniversary ceremony of the Mvlagandha Kuti Vihara- 
Sarnath on the East Indian Railway . — In collaboration with certain steamer 
companies an extensive joint publicity campaign was undertaken in the 
Chittagong Hill tracts and Arakan Coast territory, to stimulate Buddhist 
pilgrim traffic for this ceremony and to other ])laces of Buddhist interest 
served by the East Indian Railway. 

Concessions in fares granted were advertised by means of illustrated 
folders and coloured letterpress posters printed in Bengali and Burmese, 
which were distributed and displayed in traffic areas through various Bud- 
dhist organisations. District Boards, clubs, etc. 

(iv) Magh Mela at Allahahad. — This mela Avhich occurs every year is 
very largely attended and an intensive advertising campaign was under- 
taken to give it the widest publicity possible. 

(v) Khwaja or Urs at Ajmer. — The number of pilgrims who attended 
was 36,569, an increase of nearly 13,000 over the previous year. 

(vi) Pushkar fair at Ajmer. — The Bombay, Baroda and Central India 
Railway opened a temporary enquiry office to give information to ]:)assengers 
regarding the facilities offered, and generally to assist in matters of travel. 
Special handbills containing brief information regarding their pilgrim centres 
were also distributed for the first time to the 72,700 pilgrims who visited 
the fair, 

52. Wagon position. — During the year under review, the demand for 
wagons was not in excess of the stock available except for the first 
two weeks of February 1935. As compared with the previous year, the 
number of wagons loaded was more by 200, .540 or an increase of 5 05 ])er 
cent. Despatches of coal increased by approximately 1,563,668 tons repre- 
senting an increase of 9-28 per cent, over the previous year. 

53. Neutral examination of interchanged wagon stock.— The staff 
working under the Director of Wagon Interchange continued to examine 
wagons interchanged between railways at the following junctions 


Agra Cantonment. 
Ajni Nagpur. 
Chheoki. 
Ghaziabad. 


Khanalampura. 
New Delhi. 
Raichur. 
Waltair. 


The system of neutral umpires introrluced in July 1932 at Gomoh and 
in February 1934 at Katni Murwara, was continued. 

54. Railway Collieries. — The output from the principal raihvay- 
owned collieries during 1934-35 compares with the previous years’ output as 
follows : — 


Colliery. 

Owned by 

Output (tons). 

1933-34. 

1934-35. 

1. Joint Bokharo 

E. I. &B. N. 

551,650 

672,266 

2. Joint Sawang 

E. I. & B. N. 

66,097 

59,236 

3. Kvirharbaree and Serampore . 

Stato .... 

644,303 

771,137 

4. Bhurkunda .... 

State .... 

103,348 

104,113 

5. Kargali .... 

State .... 

496,934 

446,172 

6. Argada .... 

B. N 

196,165 

251,316 

7. Talcher .... 

B. N 

50,719 

106,265 

8. Jarangdih .... 

B., B. & C. 1. and 
M. & S. M. 

141,386 

118,420 

9. Taloher .... 

M. & S. M. . 

186,062 

141.916 

10. Kuxasia .... 

B., B. &. 0. 1. 

83,486 

122,895 
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State Railway Collieries. 

(i) Bhitrkunda Colliei'y. — Owin^ to continued restriction in the outptit, 
no development work was done during the year. New sub-stations for the 
control of pumps and other electrical equipment were built in No. 2 Kurse 
and No. 4 Simana inclines. The electrification of No. 3 Kurse incline 
haulage engine was completed and the haulage brought into commission. 
All buildings, plant and machinery and power house were maintained in a 
satisfactory condition. The supply of labour, health and sanitation of the 
colliery were satisfactory. 

(ii) K argali Colliery. — A new travelling road from the pits to No. 3 
quarry was opened. This constitutes a separate travelling road for the pit 
labour and leaves the pits free for coal winding throughout the 24 hours. 
An endless haulage was installed on the west side of the pits. This has 
worked satisfactorily and development is now being made in the area adjoin- 
ing the Dhori boundary. The power house, all colliery machinery and build- 
ings were maintained in a satisfactory condition. The supply of labour, 
health and sanitation of the colliery were satisfactory. 

(iii) East Indian and Bengal Nagpur Railways' Joint Sawang 

Coliiery.- — No constructional work was carried out at this colliery during 
the year under review. The labour supply was adequate and the health of the 
community was good. No reportable accident occurred during the year. 

(iv) East Indian and Bengal Nagp^ir Railways' Joint Bokharo 

('olliery. — No new construction work was undertaken at this colliery during 
year under review. All screening plants, haulages and pumping plant have 
worked satisfactorily. 

{a) Quarry No. 2.— The three portable electrically driven pumps have 
been put into commission to deal with the water at the bottom of the quarry 
and are working satisfactorily. 

(b) Quarry No. 2. — A new haulage gallery is being driven under the 
railway to replace the existing galleries. When these are connected a large 
area of coal will l>e released. Owing to the corrosive nature of the water it 
has l)een decided not to instal electrically driven pumps at this quarry. 

(c) Quarrij No. 2. — A new pipe line l)as been laid from the main air 
compressor to this quarry. The small and inefficient compressors have been 
released and economy and increased efficiency have been effected. Arrange- 
ments are being made to sink a new pumping shaft to the south of the present 
one in order to release a large area of coal in the vicinity of the existing 
shaft. The proposal to instal electrically driven pumps at this quarry has 
been abandoned as the water has very corrosive properties. Labour supply 
has l)een plentiful, and the health of the community generally has been good. 
Three sporadic cases of cholera occurred during the year. There were no 
other infectioiis diseases. 1,527 persons were inocculated against cholera 
as a precautionary measure. No fatal accident occurred during the year. 
Nine persons were seriously injured during the year and all were successfully 
treated and cured. 

(v) Giridih Collieries. — {a) Serampore Colliery. — Difficult conditions 
still prevail in several districts, but the output has been satisfactorily main- 
tained. The underground fires have been kept under control in all cases. 
There have been no fresh outbreaks of fire. The underground haulage 
systems have worked well. A new and improved auxiliary haulage is being 
installed to deal with the coal from an area situated at a considerable 
distance from the main dip haulage. 

Deep Pit . — A good output has been maintained and conditions under- 
ground have l^een satisfactory. Development through the dyke has been 
difficult and disappointing as the coal seam has thinned out in the develop- 
ment galleries. There is evidently a faulty and disturbed area to drive 
through before reaching coal of goc^ thickness and quality. The new screen- 
ing plant has been put into commission and is working satisfactorily. 
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16 A Pit . — Conditions in the fire area remain much the same- It has 
not been possible to build the dam to prevent the leakage of water impounded 
in the fire area owing to the dangerous conditions of the strata. An effort was 
made to get into the seat of the fire, but failed owing to the high tempera- 
ture within the dams. On the other hand, the temperature registered is now 
several degrees lower than it was a year ago which |)roves that the fire is not 
so active as it was. 

(b) Kurharbanee Colliery. — Difficulties have been experienced in extract- 
ing coal in some areas, but the necessary output has been raised. 

Nos. 1 and 2 Jubilee Pits.- — Development of the new area through the 
dyke to the east and north has made good progress. The new pump house 
to accommodate the additional 60,000 gallons pei‘ lioni" pump has been 
completed. 

Joktiahad Pit. — One of the high lift pumps at No. 2 Central Pit was 
transferred to this pit during the year to augment the existing |)innping 
units. An improved reconstructed haulage engine for the main haulage road 
has been put into commission and is working satisfactorily and no difficul- 
ties have been experienced. 

Sariahad. Conditions underground continued to be satisfactory. 
Main galleries were driven to tap the watei- in some old workings at 
Domohani, which have been waterlogged for over 27 years, 'fhis has l)een 
satisfactorily carried out and all the water has been drained oil. This area 
will be kept as a reserve of coal to meet emergent requirements at any time. 

Kalirriaran . — This shaft was re-opened during the year and development 
at the southern boundary has l^een re-started in order to provide working 
places as the coal in other areas becomes gradually exhausted. 

(c) Bye-Products — Coke Ovens. — The outtirrn from the bye-product coke 
oven and benzol plant was as follows : — 

Tons cwts. qrs. 

(1) Coke 19,974 'Z 0 

(2) Tar • 892 0 1 

(3) Sulphate of Auunoniu ..... 221 4 0 

(4) Sulphuric Acid ...... 31.5 13 3 

(5) Benzol ........ 29,718 gallons. 

(6) Rectified Solvent Naptha .... 1,799 ,, 

There were 13 accidents at the collieries; of which 4 pr'oved fatal- 

All plant and machinery have faren maintained in a satisfactory work- 
ing order during the year under I'eview. 

(vi) Bombay, Baroda and Central India and Madra.^ and Hoiithrm 
Mahratta Railways' Jarangdih Colliery. Owing to the restriction of 
output, the progress in gallery driving was limited. The system of keeping 
the airways wet to prevent explosions of coal dust was extended to cover the 
whole of Nos. 1, 2, 3 and 4 east and west main roads and Nos. 1 and 2 dips. 
All main rise airways are naturally wet throughout and do not require this 
precaution. Work was discontinued in Nos. 1 and 2 quarry inclines as the 
orders for coal were insufficient to keep them going. To reduce ex]ienditure 
the underground plant was withdrawn and no pumping was done. The 
existing plant was maintained in an efficient working condition and no addi- 
tions were made during the year. 

(vii) Bombay, Baroda and Central India Railway’ s Kurasia Colliery. — 
The following principal works w'ere done at this colliery during the year 
under review ; — 

Buildings . — 6 blocks of labour quarters were erected. 

Power House. — The building of a Condensor circulating tank was 
completed. 

Electrification.^ — The wiring of the hospital, power house, river pumps, 
fan house and 4 blocks of labour quarters, was completed. 

H 2 
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Gantry', screening plant . — The erection of the coal gantry and screening 
plant was, with the exception of the concrete floor on the east side of the 
picking belt, completed. 

Colliery siding. — The work on the extension of the colliery siding was 
carried out and finished with the exception of linking with the Bengal 
Nagpur Railway line. 

Development underground. — A progress of 973 feet of gallery drivage 
was made. A coal cutting machine and electric locomotive were put into 
operation in No. 2 incline- 

(viii) Madras and Southern Mahratta Railway’ s TaZcher Colliery. — The 
development of this colliery proceeds steadily. Recently, a fault has been 
met and trial borings indicated that there is a down throw of about 80 feet 
and both the top and bottom seams appear to thin out. 

(ix) Bengal Nagpur Railway’ s Talcher Colliery. — The development of 
this colliery is still in progress. Raisings during the year under review 
amounted to 108,321 tons. 

Coal mined in India. — In 1934 the coal mined in the various j^ro- 
vinces of British India amounted to 20,243,977 tons as against 18,160,681 
tons in 1933, or an increase of 2,083,296 tons. 

Quantity of coal despatched by rail . — The quantity of coal carried 
by the East Indian and Bengal Nagpur Railways was as follows : — 

East Indian Railway ..... 12,988,649 tons. 

Bengal Nagpur Railway ..... 7,624,512 ,, 

Shipment of coal from Shipments including bunker coal 

from the port of Calcutta to Indian and foreign ports during 1934-35 
amounted to 2,633,933 tons of which 314,135 tons were on account of Indian 
Railways and 74,625 tons for the Ceylon Government Railway or a total of 
388,760 tons as compared with 440,859 tons in 1933-34. 

Tonnage of coal inspected by the State Railways Coal Depart- 
ment. — The State Railways Coal Jlepartment inspected 6,638,649 tons of 
coal during the year 1934-35 as compared with 5,974,946 tons in 1933-34. 

Indian Coal Grading Board. — The State Railways Coal Department 
continued to carry out the work on behalf of the Indian Coal Grading 
Board during the year. The amount of cargo coal shipped under the Coal 
Grading Board’s certificates to various ports during 1934 was 1,900,204 tons 
and inspections were carried out by this department both at the collieries and 
Kidderpore Docks. 
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CHAPTER V. 

ROLLING STOCK AND MATERIALS. 

55. Additions to equipment. -During the year the following rolling 
stock, including arrears brought forward from previous years, was ordered 


for Class I Railways, broad and metre gauge 
Items, 

lironrl Gmufc. 

(Giuye 

Locomotives ...... 

12 

41 

Coaching Stock ...... 

458 

550 

Goods Stock ...... 

3,318 

1,57!) 

Those actually placed on the line by the end of the year were as under : 

Items, 

Tiroad Gnut/e. 

Metre (lauyc 

Locomotives ...... 

6 

18 

Coaching Stock ...... 

157 

203 

Goods Stock ...... 

3,073 

520 


The numbers of coaching and goods stock shown in the preceding 
paragraph are stated in terms of four-wheelers, a bogie being reckoned as 
two four-wheelers. These figures do not, however, represent the actual net 
additions to rolling stock as they also include stock built in replacement of 
stock which had reached the end of their useful life. 

No broad or metre gauge locomotives were obtained as additions during 
the year. On the broad gauge 162 locomotives were scrapped during the 
year, of which 6 were replaced so that the number of locomotives on 31st 
March, 1935 was 156 less than at the beginning of the year. The number 
of metre gauge locomotives at the end of the year was 38 less than at the 
beginning, 56 being scrapped during the year, 18 of which were replaced. 
The average tractive effort per engine rose in the course of the year fT*om 
25,262 lbs. to 2.5,531 lbs. on the broad gauge and from 14,906 lbs. to 15,033 lbs. 
on the metre gauge. 

Coaching vehicles.— 'There was no addition to the number of coaching 
stock on the broad and metie gauge. The number of broad gauge coaching 
vehicles at the end of the year was 273 less than at the beginning, due to 43() 
being scrapped during the year, of which 157 were replaced. On the metre 
gauge, the number of coaching vehicles at the end of the year was 134 less 
than at the beginning, 337 being scrapped during the year, of which 203 
were replaced. 

11 Vtr/ow*. There was a net addition of 826 wagons on the broad gauge; 
2,247 wagons were scrapped during the year against an addition of 3,073. 
On the metre gauge, the number of wagons at the end of the year was 912 
less than at the beginning, 1,441 being scrapped during the year. 529 of which 
were replaced. 

The graphs on the preceding pages show the total number of loco- 
motives, boilers, carriages and wagons provided for in the programmes of 
Class I Railways during the past nine years. These figures include replace- 
ments and renewals. 

56. Supply of rails and fishplates from indigenous sources. During 
the year under review orders amounting to appioximately 66,000 tons of 
rails and 2,850 tons of fishplates were placed with the Tata Iron and Steel 
Com])any, Limited. 

57. Development of the use of indigenous timbers for carriage 
building. — The total consumption of timber in Carriage and Wagon shops 
continued abnormally low because of the very small programme of new 
construction. Figures for 1934-35 are not yet available owing to recalcula- 
tions in progress. The figure of 21,231 tons consumed in 1933-34, given in 
the report for that year, requires revision because it includes logs, squares 
and sawn timber, added directly without allowance for the differences in 
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sawmill wastage associated with those different forms. The correct figures 
for the total consumption in 1933-34 by all Class I Railways other than the 
Burma Railways, His Exalted Highness The Nizam’s State Railway and the 
Jodhpur Railway, are 29,471 tons in terms of round logs or 13,344 tons in 
terms of timber actually used, excluding in the latter case the sawmill but 
not the further manufacturing and machining waste. The log figure of 
29,471 tons used in 1933-34 compares with corresponding figures of 28,000 
tons in 1932-33 and 29,000 tons in 1931-32. New construction accounted for 
only 16 per cent, of the total consumption in 1933-34, in terms of timber 
actually used, the remainder being repairs and miscellaneous work. The 
proportion of imported Burma teak used in 1934-36 was again low owing to 
the small amount of new construction. The percentage figures for Burma 
teak in 1933-34 given in the report for that year are correct in terms of 
timber actually used, namely 33 per cent, of the total was Burma teak and 
67 per cent, was Indian teak and other woods. 

Some of the timbers other than teak which had been used experimentally 
in exposed positions failed badly through lack of durability. The seasoning 
kilns at Lillooah on the East Indian Railway remained closed owing to the 
low price of teak, with which kiln seasoned woods of other species were 
unable to compete. 

The total amount spent on timber, other than sleepers, by Class I Rail- 
ways (excluding His Exalted Highness the Nizam’s State and the Jodhpur 
Railways) during the year was Rs. 30 46 lakhs, compared with Rs. 21 '51 lakhs 
in 1933-34 and Rs. 14- 17 lakhs in 1932-33. 

68. Wooden Sleeper Purchase Organisation. — The total purchases of 
wooden sleepers during the last three years have been : — 

(Number of sleepers in lakhs.) 

1932-33. 1933-34. 1934-35. 

Broad Gauge . . . . 12*15 12*37 1T'40 

Metre Gauge .... II OG 10*29 13*30 

Narrow Gauge . , . . 1*17 2*20 1*51 

The relative position of the various kinds of sleepers can lie seen from 
the following percentages, based on the total number of sleepers in the track 


of Class I Railways : — 


1933-34. 



Wood. 

Cast Iron. Steel. 

Other kinds. 

Broad Gauge 

44-3 

38-6 16-6 

0-5 

Metre Gauge 

71\s 

60 22 1 

01 


The wooden sleeper track mileage of all gauges on Class I Railways on 
March 31st, 1934, was 28,870 miles out of a grand total of 53,211 miles. 

No wooden sleepers were imported from abroad, and orders for special 
sized sleepers from Burma were relatively few owing to low prices in India. 
The price of sal sleepers in the Eastern group in 1934-35 averaged about 
Rs. 6-1-6 for broad gauge and Rs. 1-15-8 for metre gauge sizes during the 
year. 

At Dhilwan on the North Western Railway the following soft wood 
sleepers of coniferous trees were impregnated with a mixture of 40 per cent, 
creosote and 60 per cent, liquid fuel : — 

1 '134-3 •>. 

Fir. Ckir pine. Kail pino. Deodar. Total. 

Number of broad gauge sleepers . 13.133 143,352 71,47b 190,564 418,525' 

Absorption per cubic foot in lbs. . 14'7 15'1 15‘2 lO'l 

The prices of the sleepers, including all charges, weie:^ — 

U ntreated. Treated, Cost of treatment. 





Rs. A. 

r. 

Rs. 

p. 

Rs. A. 

1*. 

Deodar 

, 


5 5 

3 

6 3 

0 

0 13 

9 

Kail pine 

, 


3 15 

7 

5 0 

0 

1 0 

5 

Chir pine 



3 15 

0 

4 14 

0 

0 15 

0 

Fir 



3 2 

8 

4 2 

0 

0 15 

4 



percentages. 


Graph showing Value of Indigenous Stores Pur- 
chased by State Railways expressed as a 
Percentage of Total Purchases. 
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The cost of these treated sleepers was lower than in the previous year 
owing to 418,525 sleepers being treated in 1934-35, against 219,040 sleepers 
treated in 1933-34, and owing to lower prices for untreated sleepers. 

The sleeper treating plant at Naharkatiya, Assam Bengal Railway, was 
closed down on the 16tn November, 1934, owing to the low price of natur- 
ally durable sal sleepers. The plant had an output of 93,624 metre gauge 
hardwood sleepers compared with 169,903 in the previous year. The c^t 
of the sleeper was Rs. 1-6-0 and the treatment came to 12 annas and 6 pies 
per sleeper, total Rs. 2-2-6 as compared with Rs. 3 in the previous year. 

The total amount spent on wooden sleepers on Class I Railways (exclud- 
ing His Exalted Highness the Nizam’s State and the Jodhpur Railways) was 
Rs. 1*06 crores compared with Rs. 0-92 crores in 1933-34, Rs. 1-27 crores 
in 1932-33 and Rs. 1*59 crores in 1931-32. 

The annual meeting of the Sleeper Pool Committee was held at Delhi 
on the 12th November, 1934, 

59. Value of railway materials purchased. — The value of stores pur- 
chased by Class I Railways (excluding His Exalted Highness the Nizam’s 
State and Jodhpur Railways which are mainly the property of the States) 
shows an increase from Rs. 11‘97 crores in 1933-34 to Rs. 14 13 crores in 
1934-35. The principal increases, as indicated by the statement below, were 
under permanent way (68 lakhs), rolling stock (66 lakhs) and tools and stores 
(62 lakhs). Of the total increase of Rs. 216 crores, Rs. 83 lakhs were ac- 
counted for by “ imported materials ” and Rs. 133 lakhs by “ indigenous 
materials ”, the increase under the former being mainly accounted for by 
rolling stock (44 lakhs) whereas under the latter it was mainly accounted for 
by permanent way (57 lakhs), tools and stores (44 lakhs) and rolling stock 
(22 lakhs). 






VALim OF nCPOBTlBD MATBBIAX.8. 




Particulars. 



Purchased 

direct. 

Purchased 
through 
Agents in 
India. 

Total 

imported 

materials. 

Value of 
Indigenous 
materials. 

Total 

purchases 

1934-35. 

Total 

purchases 

1033-34. 





Rs. 

crores. 

Rs. 

crores. 

Rs, 

crores. 

Rs. 

crores. 

Rs. 

crores. 

Rs. 

crores. 

Pennanent way • 

• 

. 

• • 

0*09 

0*11 

0*20 

2*49 


2 01 

HoUing stock . 

a 

• 

• • 

0-66 

1*03 

1*69 

1-17 

2-86 

2-20 

Tools and stores 

9 

• 

. 

0-18 

1-87 

2 06 

2*04 

409 

3 47 

Building and station materiabi and fencing • 

0-03 

0*15 

0*18 

0*14 

082 

0-20 

Electric plant 

9 

• 

• 

010 

0-61 

0*61 

003 

0*64 

0*53 

Workshop maohineiy 

m 

m 

• • 

0*08 

0*12 

0-20 

0*01 

0-21 

016 

.Bridge work • • 

• 

a 

9 9 

0H)1 

0*01 

0*02 

0*12 

0T4 

0-21 

Engineer’s jdant 

• 

• 

• • 

0*01 

0-06 

0*07 

• • 

007 

0-00 

Other materials* • 

• 

• 

• • 

• • 

0*18 

0*18 

203 

3-11 

3*10 



TatAX. 

1*16 

4*04 

6-20 

8*93 

14*13 

11*97 


* Other materials consist of coal and coke» 8tone» brioks, lime, ballast, etc. 


60. Value of indigenous stores purcliased by the State-owned 
Railways and the value of stores purchased by all railways through 
the Indian Stores Department. — The value of indigenous stores purchased 
by the state-owned railways during the year under review and the previous 
seven years expressed as a percentage in each case of the total purchases made 
by those railways during those years and the value of stores purchased by 
all railways through the Indian Stores Department dtiring the same period 
are reproduced in graphic form on the preceding page. 

61. Purchase of stores by railways through the Indian Stores 
.'Department. — The total value of stores purchased by railways through the 
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agency of the Indian Stores Department during the year under review 
amounted to Rs. 264*98 lakhs of which Rs. 25*59 lakhs represented the valuo 
of textiles and Rs. 239*39 lakhs that of engineering stores. The list of items, 
the purchase of which by the state-managed railways through the agency 
of the Indian Stores Department is obligatory, was reviewed and the follow- 
ing items of railway stores were added to the list, namely : — Indian Railway 
Standard track fittings (excluding rails, fishplates, wood and metal sleepers 
ooBaplete), i.e., fishbolts, dog spikes, bearing plates and metal sleeper 
components (where the latter are required separately and do not form part 
of an order for complete sleepers), points and crossings manufactured from 
B. S. (F. F.) rails, all Indian Railway Standard ccanponent parts of under- 
frames and wagons, Indian Railway Standard plate girder spans, weighing 
machines and weighbridges, pumping plant of all types including tube well 
pumps and spare parts, forges portable, vices stand and hand, crucibles 
including rings and stands therefor, jacks, wheels and axles, pinions and 
spur wheels for electric multiple unit motor coaches, interior carriage ceiling 
boards, e.g., mill boarding, sundeala lincrusta and like materials, metal- 
expanded, all brass and gunmetal water fittings, such as bibcocks, stopcocks, 
etc., glass, crockery, cutlery, jointing material, emery cloth, glass paper, 
locomotive headlight equipment including turbo generators and components, 
ebonite rods and sheets and substitutes. 

The value of stores purchased by railways through the Indian Stores- 
Department has increased from Rs. 176*06 lakhs during the previous year to 
Rs. 264*98 lakhs during the year under review. A comparison of the total 
value of stores purchased by railways during recent years with the value of 
purchases made by them through the Indian Stores Department during the 
same period will also show that there has been a progressive increase in the 
percentage of the value of purchases through the Indian Stores Department 
to the value of total purchases by railways. 

62. Cost of maintenance and supply of locomotive power and cost 
of maintenance and operation of Carriage and Wagon Stock. — The results 
obtained during the year under review and the eight previous years in regard 
to the cost of maintenance and supply of locomotive power under the three 
major heads of accounts (running repairs, workshop repairs and operating 
expenses) and also of the cost of maintenance and operation of carriage and 
wagon stock pei* 1,000 gross ton miles for both broad and metre gauges of 
the Class I Railways in India, are reproduced in graphic form on the two 
following pages. 

63. Central Standards Office. — During the year under review, the Civil 
Engineering branch of the Central Standards Office standardised broad gauge 
plate girder 30' and 40' spans of mild steel for ME and HM loadings. After 
successful trial manufacture of diamond crossings with single and double 
slips for the 115 lb. rail section, the set of drawings comprising these designs 
was finally standardized and issued to all railway administrations. A special 
two-way key for use with several sections of rails on metal sleepers was also 
finally issued as an Indian Railway Standard. 

In addition to the above, the following designs were undertaken by the 
Central Standards Office and issued as tentative standards to railway 
administrations : — 

Permanent Way. — Pressed steel trough sleepers both for broad 
gauge and metre gauge incorporating a new type of rail fastening, 
viz., spring steel moveable jaw. The use of steel trough sleepers for 
permanent way was extended to switches and crossings for which a 
special rolled section was successfully manufactured by Messrs. The 
Tata Iron and Steel Company and complete turnout designs issued 
to all railways. Of these turnouts, those for the 90R section of rail 
have been manufactured and it is probable that similar turnouts for 
115 lb. rail will be manufactured shortly. With a view to reducing 
the maintenance costs of permanent way laid on cast iron sleepers, the 
Central Standards Office has completed' a design of a new type of cast 
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iron sleeper for 90Si rail section which is now being extensively adopted 
by state-managed railways. In conjunction with this design, an 
endeavour has been made to improve the conditions that exist at rail 
joints and a special cast iron joint sleeper has also been designed and 
IS at present in its experimental stage. 

Complete sets of drawings for 75It switches and crossings have been 
issued. Similar designs for metre' gauge using 50R rail sections have 
also been issued. A set of designs for diamond crossings with single 
or double slips for metre gauge 60R section of rails has been issued 
to the South Indian Railway for their proposed re-modelling of certain 
existing station yards. 

Bridges . — Complete sets of designs for the 60' and 80' span plate 
girder bridges both for ML and HM loadings were prepared and 
issued. Similar designs for the metre gauge were commenced. 

Roofs and similar steel structures . — Tests on the 50' long arc-welded 
lattice purlin designs by the Central Standards Office having proved 
satisfactory, standard designs whose main features are inter-changeable 
parts, were prepared for the following widths of island passenger 
platform roofs ; — 

23', 30', 40' and 50'. 

It is probable that these designs will be adopted at Karachi, Kalka, 
Moghal Sarai, Aligarh, Dehra Dun and Khanalampura. 

Arches and other masonry structures . — With a view to revising the 
present arch designs and quantity tables, the Central Standards Ollice 
have prepared preliminary designs for 10' and 12' span three-centred 
arches together with which quantity tables for ready reference have 
also been completed. 

In the Mechanical Engineering branch of the Central Standards Office, 
dr.awings of the Indian Railway Standard I and II composites were received 
from Great Indian Peninsula Railway who had undertaken their preparation. 
These drawings have since been issued, together with further Indian Railway 
Standard coaching body part drawings. 

Further Indian Railway Standard wagon and underframe part drawings 
mainly relating to 2'-6" gauge, were also prepared and issued. 

Revised preliminary general arrangement drawings of the ZF, a new 
type of Indian Railway Standard 2'-6" gauge locomotive, were completed. 

Drawings were prepared in connection with the XP type of locomotive 
which is an experimental design of express passenger engine, two of which 
are being ordered by the Great Indian Peninsula Railway in 1935-36. 

Particular specifications were prepared in connection with the 1935-36 
combined call for railways’ requirements of wagons and help was given to 
railways in the preparation of particular specifications for the XP, ZF and 
XT locomotives. The work involved in the preparation of these specifications 
was considerable owing to the large number of modifications and improve- 
ments which are incorporated in designs year by year. 

On the Specification side, 16 new Indian Railway Standard specifications 
were issued and 43 Indian Railway Standard specifications revised during 
the year 1934-35. 

64. Locomotive Standards Committee. — During the year under 
review, the Locomotive Standards Committee met onc^, viz., in February- 
March 1935. At this meeting the Committee approved the adoption of the 
XTI, a modified design of XT (0-4-2 tank) locomotive, as a permissible 
Indian Railway Standard alternative. The XTI is to have an axleload of 
14^ tone and is to carry 1,100 gallons of water in order to enable it to travel 
greater distances between watering stations. Examination of trial results of 
3ie YF and the YK types showed the former engine to be more economical in 
fuel consumption but trials with regard to riding qualities are continuing. 
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A furtker large uuBaber of minor modifications (necessitated by experience 
of the Indian Hallway Standard locomotive in service) were accented for inclu- 
aion in new Indian Hailway Standjard locomotives and adoption as far as 
possible on existing Indian Hailway Standard engines. 

66. Carriage and Wagon Standards Committee. — The Carriage and 
Wagon Standards Committee met once in January lfi35. At this meeting the 
Committee dealt with a number of minor modifications in design of rolling 
stock and ccnnponents, both mechanical and electrical, which were found 
necessary from experience in service. The use of high tensile steel in the 
•constmction of wagon underframes having been introduced, the Committee 
examined the general question of weight reduction of coaching stock and 
recommended the preparation of a design of Indian Railway Standard coach- 
ing under frame lightened by the use of high tensile steel. 

The design of the metre gauge Indian Railway Standard coaching bogie 
was considered and the Central Standards Ofl&ce was asked to prepare a new 
experimental type. 

M. Bridge Standards Committee. — During the year 1934-35, two 
meetings of this Committee were held one in Simla in June 1934 and the 
other in New Delhi in February 1935. The Committee framed proposals 
for the design of lattice girder spans of 100' and over for broad and metre 
gauge lines and revised the special rules for the design of ferro concrete 
bridges. They also recorded their opinion regarding spun concrete pipes 
for railway culverts. Designs of island passenger platform roofs, masonry 
arch bridges and sleeper pads for plate girder spans were perused by the 
Committee who either approved of these designs or indicated lines on which 
they may be improved. They also considered the revision of the bridge 
rules to govern the method of calculating horizontal earth pressure on railway 
bridge abutments and considered the application of rules regarding longi- 
tudinal forces on bridges to the design of brick masonry piers and abutments. 
They examined the progress of the experimental work done by the BridS'^ 
Department of the North W^estern Railway and recommended one of their 
designs for a tank staging to be adopted as a standard. Their views regard- 
ing suitable apparatus for the proposed experimental testing of rail stresses 
under moving loads were also recorded. Final draft specifications for (1) 
high tensile structural steel and (2) bridge and structural design employ- 
ing high tensile steel have been recommended by the Committee for adoption. 

67. Track Standards Cominittee. — The meeting of this Committee was 
convened in January 1935. The Committee recommended that the standard 
two-way key should be used in pressed up lug steel trough sleepers. They 
perused certain correspondence with the American Railways regarding rail 
bond manganese steel crossings and indicated certain lines of action. 
Regarding the question of improving conditions at rail joints, they perused 
literature and correspondence regarding the head-free type of fishplate and 
a method of upward setting existing worn fishplates and recorded their 
recommendations. The utilisation of scrap rails for the manufacture of 
•track components was also considered. Drawings of standard over-riding 
switches and stretcher bars were perused and the Committee offered their 
opinion regarding certain difficulties pointed out by railways regarding these 
designs. Clause 13R in the schedule of standard dimensions 5'-6" gauge 
in respect of the permissible wear on rails under maximum axleloads was also 
considered. The Committee also advised the Central Standards Office on the 
question of dog-spike “ draw ” and length of sleepers in relation to gauge. 
They also recorded their discussions on (1) Morgan type of fishplate and ( 2 ) 
the .Alexander Fulcrum heel block. 

68. Signalling and Interlocking Standards Committee. — The 9th 

meeting of this Committee was convened in Delhi in December 1^4., iTh^ 
considered the question of preparing standard specification for magneto wail 
telephones, electric cables for railway signalling, tubular steel signal 
and oils to existing Indian Stores Department specifications and commend 
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on the draft British Standard Institution specification for colours of signal 
glasses. They perused the existing Indian Railway Standards and recorded 
their suggestions for modifications or the standardization of additional 
fittings. Their discussion as to the operation of telegraph and block instru- 
ments over the common line wire was also recorded. The adoption of grease 
lubrication of signalling equipment as a standard practice on Indian raUways 
was also considered. Upper quadrant signals for non-automatic signals in 
lieu of lower quadrant signals and calling on signals were also discussed. 
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CHAPTER VI. 

STAFF. 

69. Number of staff. — The total number of employees on all Indian 
Railways and in the office of the Railway Board and other offices subordinate 
thereto (excluding staff employed on construction) at the end of the year 
1934-35 was 705,087 as compared with 701,436* at the end of 1933-34. The 
total route mileage at the end of the year was 43,021. The following table 
shows the number of employees by communities on the 31st March 1934 and 
1935. A similar statement showing details by railways is given as Appendix 
C of Volume TI of the Report by the Railway Board on Indian Railways for 
1934-35. 




Indians* 


Date* 

i 

Europeans. 

1 

Hindus* 

Muslims. 

Anglo- 
Indians 
and domi- 
ciled Euro- 
peans. 

Sikhs* 

1 

Indian 

Christians* 

Other 

classes. 

Total. 

OSAMO 

Total. 

3Ut Match, 1034 

3,906 

407,667* 

151,630* 

12,841* 

8,.‘139 

16,018* 

10,099* 

697,630* 

701,436* 

31it Maieb, 19S6 . 

3.521 

499,668 

152,876 

13,488 

8,739 

16,754 

10,391 

701,568 

706,087 


* Represents revised figures due to minor oorreotions made in the figures published last year, 

[ These figures exclude the st aff on loan from the Indian Audit and Accounts Service (Deptt.).] 


70. Cost of staff — The following statement shows the number and cost 
of all staff, superior and subordinate (including labourers), permanent and . 
temporary, open line and construction, employed on Class I Railways during 
the years 19.S3-34 and 1934-35. Contractors’ labour is not included. 





NUMBER OF 

STAFF ON 31st MARCH. 


1 








1 



1 



COST OF STAFF. 




OPEN LINE. 

COXSTRtrCTIO!*. 

azetted 
















Total Includ- 

Offlcers on 

Railway Systems. 

Year. 







loan from 





Oaxet- 

ted 

Offlcers. 

Non- 
garet> 
ted em- 
ployees. 

TOTAL. 

Gazet- 

ted 

Offlcers. 

Non- 
gaxet- 
ted em- 
ployees. 

Total. 

the Indian 
Audit and 
Accounts 
Service 
(Depit.). 

Gazetted 

Offlcers. 

Non-gaietted 

emiHoyoes. 

TOTAL. 

Ing atafl on 
loan from the 
Indian Audit 
and Acoounta 
Service 
(Deptt.). 

1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 


18 






I 




Rs. 

Rs. 

Rs. 

Rs. 

( 

1934 

07 

16,:U1 

16,408 

Nil 

1 

1 


11,19,427 

63,04,599 

75,14,026 

76,14,026 

Assam Bengal A 

1985 

64 

16,949 

16,313 

Sil 

1 

1 


11,06.818 

65,89,629 

1 

76.45,942 

76,46.942 

Bengal and North- \ 
wWtern. ) 

1934 

72 

26,725 

26,797 

Nil 

Nil 

Nil 

•• 

10,89,917 1 

68,88.081 

79,77,908 

79,77,998 

1935 

75 

27,345 

27,420 

Nit 

Nit 

Nil 


11,36,357 

71,22,097 

82,66,454 

82,56,464 

C 

1934 

194 

61,681 

64,875 

Nil 

Nil 

Nil 


31,50,637 

2,80,17,684 

3,11,66,121 

3,11,68,121 

Bengal Nagpur . < 

1935 

191 

68,729 

63,920 

Nit 

Nit 

Nit 

•• 

29,75,946 

2,80,67,998 

3,10,43,989 

8,10,43.989 

Bombay, Baroda^ 

1084 

169 

63,ft60^ 

64,029* 

2 

191 

193 


29,72,876 

8,77,67,144 

4,07,80,019 

4,07,30,019 

and Central } 

iDdU. C 

1935 

169 

68,487 

63,656 

2 

831 

333 

•* 

29,00,311 

3,77,36,948 

4.99,97.254 

4,96187,254 


Von RepreseoU revised figures for t983'84 due to chaoges made by the railway admlolsUstloDs In the figures published lest year. 


Votfi 2.--The figures of oost Include the salaries and wages of staff, bonua oonfrtbuUooa to the nrovldeni fund, gratnl^, Qveri^s allowanoM and all other 
aUowaneea which are of the nature of extra pay and which are not granted to meet some definite expense Incurred In the psrformsncs of duty, snob as 
tfavelUng allowanee. 
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NCMBBE OP 8TAPF ON 81W HAEOH. 







oraM LiKK. 


OONSTXUOnON. 

Qasetted 


COST OF 

dTAI< F. 















- 






i 

3(Boers on 
loan from 




Total tnelud* 

BAOway Byitemi. 

Year. 

Qaset- 
ted , 

Non- 

gaaet- 

TOTAL. 

Qaaet- 

ted 

Non- 

gaset- 
ted em- 

i 

TOTAL. 

Indian 
audit and 
Aceonnta 
Service 

Qasetted 

Officers 

Non-gaxetted 

employee*. 

1 

Total. 

log staff on 
loan from the 
Indian Audit 
and Aoooonte 


( 

1 

OfSoert. j 

ployeea. 

< 

^flloen. j 

ployees. 


(Deptt.). 




Service 

(Deptt.) 

1 

2 

8 

4 

5 

0 

7 

8 

9 

10 

11 

12 

18 


*■ 








Rs. 

Ra. 

Us. 

R*. 

( 

1934 

100 

24,429 

24,529 


62 

04 

1 

16,90,353 

1,22,48,529 

1,39,38,882 

1,89,70,628 

Burma • j 

im 

98 


88,668 

JVII 

5 

5 

8 

U.54,8S8 

1,88,66,064 

1,88.80,488 

1.88,80.174 

( 

1984 

lie 

48.590 

48,706 

yu 

7 

7 

5 

20,60,2.52 

2,17,17,275* 

2, 37,77, .527* 

2,38,24,871* 

Baateni Bengal A 

1986 

181 

51.814 

51.335 

sa 

80 

89 

3 

80,39.869 

8,81,76,567 

2,42,14,826 

8,42,79,088 

< 

Sati Indian . ^ 

1934 

307 

121.329 

121,636 

Mil 

48 

48 

4 

51,57,351* 

5,78,13,470* 

6,24,70,827* 

6,25,18,827* 

1985 

818 

188.045 

188.368 

NH 

100 

100 

5 

60,88,005 

5,80,45,718 

6,40,71,783 

6,41,43,428 

( 

1934 

2U* 

88,486 

83,647* 

Nil 

Nil 

NU 

3 

44,93.516* 

4,36,77,5.54 

4,81,71,070* 

4,82,25,119* 

Great Indian } 

Peninsula. i 

1985 

885 

80,983 

81.808 

NU 

Ail 

Ail 

I 

48.78.066 

4,22,87,878 

4,65,61,444 

4,65,87,869 

Jfodbpur . ^ 

1934 

i 

20 

6.793 

6,819 

1 

21 

22 

1 

3,32,528 

22,88,053 

26,20,581 

26,50,581 

1986 

88 

7.089 

7,051 

8 

980 

928 

JVII 

3,84,588 

23,44,592 

27,29,180 

27,29,180 

( 

1934 

142 

49,492 

49,634 

NU 

236 

236 


25,02,020* 

2,27,40,088* 

2,52,42,708* 

2,52,42,708* 

Madras and South- j 
ern Mahratta. 1 

1985 

189 

49.648 

49,681 

JVII 

88 

88 

•• 

88.94,536 

2,26,82,667 

2,49,77,193 

2,49,77,198 

\ 

1934 

59 

16,697 

16,750 

1 

96 

97 

. . 

0,68,744* 

60,84,897 

70,53,641* 

70,53,641* 

KUam'a State « j 

1986 

68 

16,741 

16,808 

JVII 

19 

19 

•• 

9,86,420 

61,86,453 

71,72,878 

71.72,873 


1934 

267 

102,266 

102,533 

NU 

10 

10 

6 

43,39,261< 

• 5,57,73,0.56* 

6,01,12,3l7< 

• 6,02,66,806* 

Forth Western . j 

1986 

865 

108,606 

103,870 

Ail 

6 

6 

5 

43,88,608 

6,60 06,343 

8,03,94,851 

6,04,46,483 

( 

1934 

15 

5,447 

5,462 

Nil 

NU 

NU 


2,54,992 

14,98,178 

17,53,170 

17,63,170 

Eohilkund andl 











17.58.616 

17,58.618 

ICnmaon. i 

. 1985 

16 

6,645 

5,600 

Ait 

Ail 

All 

•• 

2,81,646 

15,86,970 

( 

1934 

128 

35,393 

35,621 

4 

484 

488 


20,70,955 

1,64,68,579 

1,85,48,534 

1,86,48,534 

South Indian . j 

i 

^ 1985 

189 

36,200 

36,889 

3 

298 

893 

•• 

19,68.846 

1,85,61,577 

1,85,30.423 

I 1,85.80,428 

( 

' 1934 

1,867 

• 665,486 

• 667,852 

• 10 

1,166 

1,166 

19 

8,22.1!i,32H 

i» 31.«8,«7.00a 

!• 35,I0,7»,421 

• 871, 14. 54,069* 

TOTAL . -I 
( 

1 

!. i»s) 

1,888 

668,184 

670,078 

7 

1,791 

1,798 

1 16 

3.18,61,154 

1 38,07.06,98] 

[ 33.19,71,14( 

1 35.88,48,858 


KOtl !.-• B*pr«cnt. revlwd llgute* for 1983-84 due to chengee in.de by the rellw.v .dmlntatr.Uoii. in the flgure. pubU.hed iMtyeat. 

Non The llgares of ooet include the uUrie. uid wegei of jU#, \®o^*lte”*eipcnM**?DC)^^"*lu”’the*[>eritrrmMi^”ol duty, sash m 

eltowlSIe which .te of the neture of eite. p.y end which «-e not granted to meet M)me ileflnite expense incnrrea lu u, i 

MToJIlng allowaiio« 


The above statement shows that the total number of staif on open line 
on 3l8t March 1935 was more by 2,720 than on 31st March 1934 and on con- 
struction by 632 while the staff on loan from the Indian Audit and Accounts 
Service was less by 3. The increase in the total cost of staff including staff 
on loan from the Indian Audit and Accounts Service during the year 1934-35 
as compared with the preceding year was Rs. 7,88.214. ^ The increase in the 
cost of staff was mainly due to the increase on the East Indian Railway 
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which was principally due to the entertainment of additional staff during the 
year under report for the following works : — 

(i) re-opening of Tatanagar Workshops. 

(ii) works in areas affected by the Earthquake. 

(iii) building of staff quarters in Rampur Colony. 

(iv) remodelling of the Jamalpur Workshops. 

71. Indianisation. — Recruitment of superior officers — 

State-managed Railways . — The following table gives a summary of the 
permanent appointments made to gazetted ranks (Superior and Lower 
Gazetted Services) in the various departments on State-managed Railways 
during the year under review : — 



NOTB 2. — Ai a result of a Dumber of poets being abolfsbed dnrlra the years 1981-82 and 1982-88 there was an ezoesa of oiBoers In 
certain departments and conseqnently some of the Tacandes to be flUra dnnng the year were taken as a set oH against the ezoess. 
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The position in respect of gazetted ranks (superior services) and gazetted 
ranks (Lower Gazetted Services) is given below separately : — 

(i) Gazetted ranks {su'perior services). — All the appointments were made 
during the year by direct recruitment to the superior services, the figures 
by departments being : — 



VACANCIES PILLED BY 

Dbpa&tmbnt. 


INDIANS, 


Europeans.! 

Hindus. 

Muslims. 

Anglo* 

Indians. 

Slklis. 

Indian 

Christians. 

Other 

classes. 

1 

TOTAL. 

Engineering (a) ... 

Traneportation (Traffic) (5) 
Mechanical Engineering (Power) 

4 

8 

1 

** 


•• 


1 

2 

. . 

4 1 

2 


• • 

1 

I 

8 

Store* (c) .... 

Other Pepartmenta . 

1 

*i I 



*i 

•• 

•• 

*8 

TOTAL 

8 

6 

8 

•• 


1 

2 

18 

Percentage of Europeans to 

881 








number of vacancies filled. 
Percentage of Indians to number 








61*9 

of vacancies filled. 









NoTS.— (f*) Three temporary engineers who were Initially recruited on the Burma Railways in 1028, prior to those Hallways being 
taken over by the State, were made permanent. Of the three Indians recruited to Indian Hallway Service of Bnglneen 
only one Joined by Slst March 1035. 

(5) Three officers who were recruited through the Secretary of State as a part of general recruitment Joined about the end of 
March 1985. Six Indians recruited through the Public Service Commission Joined after Ist April 1085. 

(c) One temporary officer of non*Aslatlc domicile who had 18 years’ service to his credit was made permanent on the Bast 
Indian Kailway. 

It will be noticed that the percentage of Europeans and Indians was 
38T and 61-9 respectively against the fixed percentage of 25 and 75. In 
order to obtain the fixed percentage of Europeans and Indians during the two 
years 1934-35 and 1935-36 taken together it was decided not to recruit Euro- 
pean officers but to recruit direct four Indians in the Indian Railway Service 
of Engineers and eight Indians in the Transportation (Traffic) and Commer- 
cial Department in addition to the seven special class apprentices (all Indians) 
who were expected to be appointed in 1935-36 after the completion of their 
two years’ training in the United Kingdom. Actually however nine special 
class apprentices have been appointed. It is expected that the proportion 
of Europeans and Indians for the two years 1934-35 and 1935-36 will be 
approximately 25 per cent, and 75 per cent, respectively. 

(ii) Gazetted ranks {Lower Gazetted Service). — Thirty -eight appoint- 
ments were made to the Lower Gazetted Service in the various departments 
by promotion which is based solely on merit. Twenty-three appointments 
went to Europeans and fifteen to Indians, of which two were Hindus, one 
Muslim, seven Anglo-Indians, one Sikh, one Indian Christian and three other 
classes. Figures by departments were as follows : — 





VACANCIES 

FILLED BY 







INDIANS. 




Department. 

Europeans. 

Hindus. 

Muslims. 

Anglo- 

Indians 

and 

domiciled 

Euro- 

peans. 

Sikhs. 

Indian 

Christians. 

Other 

classes. 

Total. 

Engineering .... 
Transportation (Traffic) and 

4 


1 



1 

1 

8 

3 

*i 

. . 

4 

. . 

. . 

1 

6 

Commercial. 









Transportation (Power) and 
Mechanical Engineering. 

14 

, , 

, , 

2 

1 

. . 

1 

4 









Stores ..... 

1 

. . 

• . 

1 

• . 

. . 

. . 

1 

Others ..... 

1 

1 



• • 


• • 

1 

Total 

23 

2 

1 

7 

1 

1 

8 

15 


72 . Company-managed Railways. — The tables on the following page give 
a summa^ of the recruitment made for the superior services on Company- 
managed Railways during the year under review : Part I relates to permanent 
appointments and Part II includes both permanent and temporary appoint- 
ments. A detailed statement by individual railways will be found in Ap- 
pendix G of this report. 
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PART I. 

Statement sUowiny the mimher of PKRMAXKNT racanctes filled in the Superior 
e-iteihlishments on (Cla^s /) ('ojnpany-manayed Raihrnys, excluding His Exalted 
Highness the Niz<tm's State and Jodhpur Haihvays during 1934-36. 


Department. 


1. Agency 

2. Accounts 
8. Engineering . 

4. Transportafion 

Commercial. 

5. Meclianlcal 

A. Stores Department 
7. Other Departments 


(Traffic) and 


8. Total 


{ 


1084 >85 
1088-84 


Percentage 

of 

Europeans 

to 

number 

of 

vacancies filled. 

Percentage 

of 


Indians to num- 
ber of vacancies 
filled. 


. 1038-84 
1034-35 

\ 

► 

.1938-34 



4 

4 

18 

11 


4 

46 

47 


I 

B 


o 

3 


8 | 


A 

4 

11 

7 

5 
2 
3 

38 

86 








1 

s 

£ 

o 


0 

o 

d 


p 

0 


s 


li 

Ss 

a 

"c 


* 


7 


11 

9 

23 

18 

13 

2 

7 


83 

81 


5 

9 

12 

8 

*5 

•44 

t47 


1 


3 
11 

4 

5 

1 

2 


31 

27 


38-7 

40-7 

61 a 
60 3 


FILLED BT 


Indians. 






Bl 









i 



d 

S 

%. 

1 

s 

1 

1 

p 

pi 

1 

1 

i; 

1 


PQ 



oo ! 


o 


0 

10 

11 

12 

18 

14 

15 

10 

4 

1 






1 


, , 


*2 


, , 

, , 

8 

*2 

A 





1 

0 


■ 

*> 





2 


B 

1 





2 



, , 

, , 

, . 

, , 

, , 

, , 


B 


1 


-• 


2 

12 

9 

4 

3 


2 

1 

10 

11 

10 

4 

— 1 


1 

2 

16 


PAHT 11. 


Suite nient Hhoiving the TOTA fj nunibev of riicancies filled in the Superior cstublishnients 
on {Class 1) (Joinpany-maiiaged Raihways^ e^vcluding His E.ralted Highness the 
Nizands State and Jodhpur Raihrays during ]9d4~35. 





X 

1 

-a 

M 

1 

o. 

a 

'Z 



Filled by 






ISs 

s 

3 

tr> 


-o 

S3 











III 

•a *3 

V 

a 

4) 

a 

.a 

o 

I 

fS 

..£5 

5 

ss 

o 

5»-. 

13 

a 


Indians. 

Department. 


IsS 

li 

a « 

2 

ii 
« >* 
a « 

it 

is 

t 

1 

C2 

9® 

9t e 

"ci 

* 

a 


■ 


li 

88 

a 


a 

«• 

i: 






wXl 

w 

>i 

o*g 
d - 

SB 

a 

c**^ 

*» 

a* 

a 

*0 

d 

ca 

or 

0 

d*« 

s 

«s 

> 

'o 

d 

d 

a 

t 

2 

1 

1 

II 
•fla 

III 

8^ 

JQ 

1 

i 

1 

1 






1 







< 

•S 

CO 

a 

o 

H 

1 


2 

1 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

IS 

14 

15 

16 

1. Agency 


m 


0 

1 


5 

6 

4 

2 

■ 





2 

2. Accounts 

, 



* 

*ii 


5 

4 1 

, , 

, , 


2 


1 1 


4 

4* T^iislwtafion (Traffic) and 



■i 


10 

12 

14 

6 

3 

2 


2 



2 

i 

11 

4 

Commerrial. 






13 











5. Mechanical 

. 


8 



8 

5 

3 


1 





2 

6. Stores Department 

• 



2 

. . 



2 

1 

n 

1 

, , 




1 

7. Other Departments 

• 



8 

- • 

m 

* *6 

2 



B 


1 

. . 

. . 

. . 

2 

41. Total . . 

1934-85 . 

47 

10 I 

89 

12 

16 

84 

75 

45 

39 

27 

18 

14 

5 

3 

• • 

3 

1 

26 

1938-84 . 

1 

6 

36 

48 

11 

IB 

4 


•• 

1 

1 

16 

0. Percentage of ( 

Europeans to ) 

1984-86 . 







1^9 

■ 








number of J 

vacancies filled. V. 

1988-34 . 








■ 








10. Percentage ot { 

1034-85 . 







66-7 









Indians to num- j 
ber of vacancies j 
filled. V 

.1933-34 . 







59*3 

1 










4 Excludes eight vacancies filled by officers of the temporary 
Estabttshment as under : — 

Agency .*«.« ..1 

Accounts 1 

EnglDeerlng 3 

Transportation and Oomroerclal ... 2 

Stores 1 


t Exclodes seven vaoanoJea filled by offleers of the temporary 
Esiabllsbmeni as under : — 

4^ncy . • I 

jB^gineertng 3 

Itaniportaiton and Oominsrclal ... 2 

Other Departments ••••••! 


Total 


8 


Total 
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It will be observed from Statement Part I that during the year under 
review the total number of appointments made in tlie superior service on Com- 
pany-managed Railways was 31 of which 12 went to Europeans and 19 to 
Indians, of whom 9 were Hindus, 4 Muslims, 3 Anglo-Indians and domi- 
ciled Europeans, 2 Indian Christians and 1 of other classes. The net total 
number of vacancies filled, permanent or temporary, was 39 of which 13 
went to Europeans. The total actual appointments filled by Indians were 
26, of which 14 were Hindus, 5 Muslims, 3 Anglo-Indians and domiciled 
Europeans, 3 Indian Christians and 1 of other classes. Tl»e ratio of Indian 
to European recruitment was 61-3 to 38-7 in respect of permanent appoint- 
ments and 66-7 to 33-3 in I'espect of all appointments, whether permanent or 
temporary. The percentage of Indian lecruitment in the piincipal depart- 
ments was : — 


Permanent 

appointments. 


Total appointments, 
permanent or 
temporary. 


xVccourils 


Per cent. 

1000 

Per cent. 

1000 

Engineering- 

. 

81-8 

78 0 

Transportation 

(Traffic) and Commercial . 

50 0 

(JG-T 

Transporta t ion 
Engineering^ 

(Power) and Afechanical 

400 

40-0 


Among Indian recruits the proportionate recruitment from each com- 
munity was as shown below : — 




Permanent 

Total 



vacancies. 

vacancies. 



Per cent. 

Per cent. 

Hindus ..... 

, 

47-4 

58-9 

Mil slims ..... 

, 

21 1 

19 -2 

Aiif^lo-Tndians and domiciled Kuropeiin? 


15-8 

11-5 

Indian Christians , . . . 

, 

10-5 

11-5 

Other classes ..... 


5-2 

8-9 


It will be seen from Appendix G to this report that while the Bengal 
Nagpur, Madras and Southern Mahratta and South Indian Railways ap- 
pointed Indians only to the Gazetted rank (Superior Services) the Assam 
Bengal, Bombay, Baroda and Central India, Bengal and North-Western and 
Rohilkund and Kumaon Railways did not obtain the percentage fixed for 
Indians. The recruitment on the Assam Bengal Railway was, however, 
small, viz., 2 and 1 Indian was appointed. The Bombay, Baroda and 
Central India appointed 8 Indians out of 13 and Bengal and North-Western 
and Rohilkund and Kumaon Railways no Indian out of 5 and 2 respectively. 
The Bombay, Baroda and Central India. Bengal and North-Western and 
Rohilkund and Kumaon Railways are being addressed in the matter. 

73. Review of the progress made since 1926.— The statements on the 
following pages will throw further light on the progress made in Indianisa- 
tion and in the recruitment of the various communities both on State managed 
and Company-managed Railways since 1925, as reflected in the relative 
strength of Eixropeans and Indians belonging to the various communities. 
Part I relates to superior staff and Part II to subordinate stafi on scales of 
pay rising to Rs. 250 and over. 
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PABT II. 

c4 wbordinaies on scales of pay rising to Rs, 260 per mensem and over on Class I Railways {excluding H. E. H. the Nizamis SUsle and Jodhpur Razheays)^ on the 

1st April 1925 y 31st March 1934 and 31 March 1935. 
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It will be observed that the Indian element in the superior services 
has risen from 2802 per cent, on State-managed and 17-74 per cent, on 
C^ompany-managed Railways in 1925 to 42-57 per cent, on State-managed 
and 35-83 per cent, on Company-managed Railways in 1935. Among the 
Indians the percentage increase by communities in 1935 as compared with 
1925 is shown below : — 



State-managed. 

Company-managed, 


Percentages. 

Percentages. 


1925. 

1935. 

1925. 

1935. 

Hindus ...... 

14-80 

23-67 

10-30 

22-74 

Muslims .... 

3-15 

6-24 

1-12 

3-56 

Anglo-Indians and domiciled Euro- 


7-61 


5-46 

peans. 

Sikhs 

★ 

1-47 

4C 

0-76 

Indian Christians .... 


1-93 

m 

1-27 

Other classes ..... 

10-07* 

1-65 

6-32* 

2-04 


Anglo-Indians, Sikhs and Indian Christians included under “other classes” in 1925* 


Turning to the subordinate staff on scales of pay rising to Rs. 250 
per mensem and over, the corresponding figures are as under ; — 



State-managed. 

Company-managed. 


Percentages. 

Percentages. 


1925. 

1935. 

1926. 

1935. 

Europeans ..... 

33-14 

16-84 

26-32 

16-55 

Indians — 





Hindus ..... 

18-18 

25-74 

20-44 

27-29 

Muslims ..... 

3-69 

5-69 

1-82 

2-86 

Anglo-Indians and domiciled Euro- 
peans. 

an 

43-41 

♦ 

44-65 

Sikhs ..... 

an 

2-82 

♦ 

0-92 

Indian Christians 

m 

2-75 

an 

2-60 

Other classes .... 

44-99* 

2-75 

61-42* 

5-24 

Total Indians . 

66-86 

83-16 

73-68 

83-46 


• Anglo-Indians, Sikhs and Indian Christians included under “other classes ” in 1925. 


74. Representation of minority communities in railway services. — 

In the report for 1933-34 it was stated that mention would be made in the 
following year’s report of the orders that had been issued by the Government 
of India in regard to the representation of minority communities in railway 
services. These orders were issued in July 1934 by the Government of India, 
with the approval of the Secretary of State, reserving in the superior services 























Chap. VI.] 


STAFF. 


65 


25 per cent, of all vacancies to be filled by direct recruitment for Muslims and 
H per cent, for other minority communities, namely, Anglo-Indians and 
Domiciled Europeans, Sikhs, Indian Christians and Parsis, provided candi- 
dates of these communities possessing the minimum qualifications prescribed 
were available. 

In accordance with these orders, regulations for reciaiitment to the 
superior State railway services in India have been modified so as to provide 
for the reservation of 25 per cent, vacancies to be filled by direct recruitment 
for Muslims and 8^ per cent, for other minorities and Company-managed 
Railways (except His Exalted Highness the Nizam’s and Jodhpur Railways) 
have been asked to adopt these j3ercentages in superio!- services recruitment 
on their railways. 

In the subordinate railway services, it was decided that 25 per cent, of 
all vacancies to be filled by direct recruitment on Class I Railways as a whole 
(excluding the Burma, His Exalted Highness the Nizam’s and Jodhpur 
Railways) should be reserved for Muslims, 8 per cent, for Anglo-Indians 
and Domiciled Europeans, and 6 per cent, for other minority communities, 
provided candidates possessing the minimum qualifications necessary were 
available from these communities. And in order that difficulty in the appli- 
cation of these orders should be minimised as far as possible, it was decided 
at the same time to fix separate percentages on different railways, taking 
into consideration so far as Muslims were concerned, their population ratio 
in the area served by a railway and in the case of Anglo-Indians and Domi- 
ciled Europeans and other minority communities their existing percentages 
on each I’ailway, in such a manner tliat on Class I Railways taken together 
Muslims would secure 25 per cent., Anglo-Indians and Domiciled Europeans 
8 per cent, and other minority communities 6 per cent, of vacancies, in future 
direct recruitment. 

Statistics were obtained from railways and percentages to be reserved 
for all minority communities on each railway were worked out in the Railway 
Board’s office and in accordance with an undertaking which had been given 
by Government that final orders would not be issued unless the Central Ad- 
visory Council for Railways had been consulted, the percentages which the 
Railway Board proposed to fix were placed before that body prior to the issue 
of orders to railways. This and the preparation of a detailed memorandum, 
amplifying the rules contained in the Government of India resolution on the 
subject, to ensure that there would not be a serious difficulty in the practical 
application of the orders, entailed such an enormous amount of work in the 
Railway Board’s office that it was not possible to issue detailed instructions 
to railways before the beginning of December 1934. 

The following percentages were fixed for Muslims in all future direct 
recruitment to the subordinate railway services : — 


North Western ll-ailway .... 

Eastern Beiif^al Railway .... 

East Indian Railway 
Greai Indian I’eninsnla Railway 
Rohilkund and Ivtimaon Railway 
Assam Bengal Railway .... 
Bengal and North-Western Railway 
Bombay, Baroda and Central India Railway 
Bengal Nagpur Railway .... 
Madras and Southern Mahratta Railway 
South Indian Railway ...» 


00 

45 


19 

10 

55 

05 


19 

12 

12 

11 

6 


In order to arrive at the 8 |)er cent, reservation fixed for the Anglo- 
Indians and Domiciled Europeans, their percentage recruitment on each 
railway was fixed at 10 per cent, less than their existing representation. It 
was also made clear to railways that the future recruitment of Anglo-Indians 
and Domiciled Europeans must take ])lace in the categories or departments 

L 2 
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in which they were already principally employed. Railways were asked to 
maintain for other minority communities their existing percentages because 
it was found on calculation that if this was done they would be able to secure 
6 per cent, of vacancies. 

The above orders were made applicable to both permanent and temporary 
vacancies on the State-managed Railways (excluding Burma Railways in the 
case of the subordinate staff) and the Company-managed Railways (excluding 
His Exalted Highness the Nizam’s and Jodhpur Railways) were asked to 
adopt the percentages fixed for them. 

In the Railway Board’s office and the offices attached or subordinate to 
the Railway Board, instructions were issued reserving 26 per cent, of all 
vacancies to be filled by direct recruitment for Muslims and 8^ per cent, for 
other minority coinniimities, provided candidates of these communities pos- 
sessing the minimum qualifications prescribed were available. 

The following figures show community-wise the number and percentages 
of subordinate staff (excluding labourers and inferior servants) recruited 
direct during the yeai- under review : — - 


S Kite- managed R a ilways , 



Hindus. 

Anglo-Indians 
Muslims, and Domiciled 
Europeans. 

Sikhs. 

Indian 

Christians. 

Parsis. 

Others. 

Total. 

Number 

1,231 

307 213 

24 

41 

7 

20 

1,903 

Percentage . 

04*69 

19*29 11*19 

1*26 

2*15 

0*37 

1*05 

100*0 


Number 

Percentage 


Com pa ny -managed Railways . 


Hindus. 

Anglo-Indians 
Muslims, and Domioiled 
Europeans. 

Sikhs. 

Indian 

Christians. 

Parsis. 

Others. 

Total 

1,243 

295 247 

15 

71 

Itt 

2 

1,891 

65*73 

15*60 13*06 

0*80 

3*75 

0*95 

0*11 

100*0 


For reasons already given it was not possible for the Railway Board 
to issue detailed instructions to railways until about five months after the issue 
of the Government of India’s orders. Considering that these orders were 
not in force for the first cjuarter and were not communicated to railways 
during the second and third quarters of the period under review and that, 
on their receipt at the end of the third quarter, the railways had to issue 
detailed instructions to differfent departments under their control, which 
naturally occupied some time, the results for the year under review cannot 
be regarded as unsatisfactory. Instructions have, however, been issued to 
Agents of Railways to make good the arrears of shortage in the Muslim 
recruitment during the current year and the position is being carefully 
watched by the Railway Board. 

75. Training of staff. — A rea Schools — (a) East Indian Railway — 
Railway School of J' cans porta tiori, CharuUmsi.- 'D\\v\n^ the year 1934-35, 
the courses of instruction were much on the same lines as in the previous year. 
Two fresh courses, viz., Commercial Refresher (for coaching staff only) and 
special Telegraph Instructors’ course were introduced. Owing to a heavy 
demand for Probationary Assistant Station Masters, the number of students 
to be trained was increased to meet the requirements of the Divisions. 
Refresher courses for Assistant Station Masters continued to be held 
regularly. One European or Anglo-Indian Assistant Station Master, 
Assistant Yard Master or Platform Assistant from each Division was added 
to the number for this course. The total number of student days was 37,829 
for 917 students in attendance during 1934-35 as compared with 25,490 
student days for 607 students in 1933-34. 

(b) North Western Railway — Walton Training School, North Western 
Railway, Lahore Cantonment. — During the period under report the 
school continued the training of staff for the North Western Railway. The 
total number who attended the school in 1934-35 was 1,320 which included 





EASTERN BENGAL RAILWAY. 



General view of the B. R. Singh Hospital, Sealdah. 
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TOme ^oj-station masters and commercial group students who, although trained 
in 1931, could not be provided with appointments due to retrenchment. 
Refresher courses for Permanent-way Inspectors, Train Examiners, Guards- 
and Locomotive staff suitable for promotion to Locomotive Inspectors were^ 
introduced. 

The school now supervises the theoretical and practical training of all 
probationers. 

The scope of this institution is being gradually enlarged so as to embrace 
all the important categories of staff on the railway and the beneficial results 
of refresher courses for those already in service are becoming more marked 
as the number passing through the school increases. The activities of the 
school are undoubtedly of great advantage to the administration in improving 
the efficiency of operation. 

76. Improvement in the service conditions of the stafi. — Hours of 
Employment Regulations . — The Hours of Employment Regulations have 
already been given statutory efiect on four of the State-managed Railw'ays, 
viz.. North Western, Eastern Bengal, East Indian sind Great Indian Penin- 
sula Railways. The question of extending the application of these Regula- 
tions to the Burma and Company-managed Railways continued to engage the 
attention of the Railway Board during the period under review with parti- 
cular reference to their application to the Madras and Southern Mahratta 
and Bombay, Baroda and Central India Railways in the light of certain 
estimates received from those railways. It was decided to give statutory 
effect to the Hours of Employment Regulations on these two Railways from 
the 1st November 1935. With the extension of the Hours of Employment 
Regulations referred to above, six railway systems employing about 71 per 
cent, of railway workers in India would by the 1st November, 1935 have been 
brought within the scope of these regulations, 

77. Welfare. — (i) Assistance from Railway funds to Railway employees 
for the education of their children was stated in the Report for the year 
1932-33 that an officer of the Indian Educational Service was placed on special 
duty to make a detailed estimate of tlie cost of the introduction of the new 
rules for the grant of assistance to railway employees towards the education 
of their children, as well as the co.st, as it would be, if the rules were 
liberalised in certain directions, and further to rejiort on the administration 
of the schools maintained by the State-managed Railways. It was also stated 
therein that the reports submitted by this officer on the Eastern Bengal, East 
Indian, Great Indian Peninsula and North Western Railways were under 
consideration by the Railway Board. Since then, these reports, and certain 
suggestions connected with the grant of educational facilities put forward 
by the All-India Railwaymen's Federation at the seventh half-yearly meeting 
between the Railway Bocxrd and the Federation held in November 1933, 
have received the most careful consideration of the Railway Board and the 
Government of India. The Government of India have arrived at certain 
conclusions on the recommendations contained in the reports submitted by 
the officer on special duty and Oii the suggestions of the All-India Railway- 
men’s Federation. Before orders are actually issued giving effect to these 
conclusions, it is proposed to discuss the matter at a meeting of the Central 
Advisory Council for Railways. 

(ii) Staff Benefit Fund. — The Staff Benefit Funds established on State- 
managed Railways continued to function during the period under review 
and from the reports received from railways it was found that these funds 
continued to play a prominent part in providing certain amenities and 
affording certain forms of relief to subordinate and low'er paid staff on Rail- 
ways. In connection with a suggestion received from the All-India Railway- 
men’s Federation, the question of giving greater publicity to the discussions 
in the Staff Benefit Fund Committees and the publication, in the railway 
weekly gazettes, of resolutions arrived at such meetings of the Committees 
is under consideration by the Railway Board, 
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(iii) Ruilway Sports . — The seventh annual Inter-Hailway Athletic 
Tournament was held in the Irwin Amphitheatre at New Delhi on the 22nd 
and 23rd March 1935. The Bombay, Baroda and Central India, Eastern 
Bengal, East Indian, Great Indian Peninsula, His Exalted Highness the 
Nizam’s State, North Western and South Indian Railways and the Railway 
Board entered their teams. The tournament was won by the North Western 
Railway for the seventh year in succession, the Eastern Bengal Railway 
being the runners-up. 

For the field games a hockey tournament was held in Delhi from the 18th 
to 21st Alarch 1935. The teams from the following railways competed : — 

Bombay, Baroda and Central India, East Indian, Great Indian Penin- 
sula, Madras and Southern Mahratta and North Western. The East Indian 
Railway won the tournament, the Madras and Southern Mahratta Railway 
being the runners-up. 

A Boxing Tournament was also held at Calcutta on the 14th and 15th 
of February 1935. Teams from the East Indian, Great Indian Peninsula, 
Madras and Southern Mahratta and North Western Railways took part, the 
East Indian Railway winning the tournament. 

78. Report of the Royal Commission on Labour. — The recommenda- 
tions of the Royal Commission on Labour concerning railways continued to 
engage the attention of the Railway Board during the period under review. 
Orders were issued by the Railway Board to the Agents of State-managed 
Railways, with an invitation to Agents of Company-managed Railways to 
follow a similar procedure, in respect of certain recommendations of the 
Commission of minor importance, particularly those relating to leave rules, 
the raising and recovery of debits, indebtedness, health and welfare of the 
industrial workers. 

Other recommendations of the Royal Commission on Labour of major 
impoi’tance, viz., those relating to the establishment of a Joint Standing 
Machinery for the settlement of disputes on railways and other cognate 
matters such as grant of facilities to recognised Unions, etc., continued to 
receive attention though final decisions were not reached during the period 
under review. 

Erneryency cut in pay . — In the last year’s report, it was mentioned that 
the emergency reduction in pay, not exceeding 5 per cent., would continue 
during the year 1934-35 in respect of all Government servants including 
those of the Railway Department. During the year under review it was 
decided that the cut in the salaries of Government servants would not be 
reimposed after the 31st ATarch 1935. 

The Company-managed Railways agreed to adopt the same procedure. 

79. Revision of the scales of pay of future entrants into the superior 
and subordinate services. — Mention was made in the last year’s report that 
the revised scales of pay for Superior services had been announced in October 
1933 and that the revised scales of pay for the Subordinate services were 
under examination with the intention of introducing them during the year 
1934-35. The revised scales for suboi'dinate services were finally adopted 
by the various railway administrations during the year under report. 

A considerable saving in working expenses is expected to result from 
the introduction of these revised scales. As, however, a large majority of 
staff w'ho were in service before the introduction of the revi.sed scales of pay 
will continue on the old scales, the amount of savings ultimately accruing 
from this measure will not actually materialise for some considerable time. 
When the entire staff on railways have come under the new scales of pay the 
approximate savings on State and Company-managed Railways, will amount 
to much more than one crore of rupees. 

80. Security of Service. — Rules regarding the discharge and dismissal 
of State Railway non-gazetted Government servants . — Mention was made in 
the last year’s report that Agents of State-managed railways had been asked 
to submit reports on the working of the rules regulating the discharge and 
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dismissal of State Kailway non-gazetted Government servants and to furnish 
their recommendations in regard to certain proposals which the Railway 
Board had under contemplation for the amendment of these rules in connec- 
tion with the recommendations of the Royal Commission on I^abour. The 
reports have been received from the Agents and are under examination by the 
Railway Board. 

81. Meetings with the All-India Railwaymen’s Federation. — During 
the period under review the Railway Board met the representatives of the 
All-India Railwaymen’s Federation on two occasions, once in duly 1934 and 
a second time in December 1934. The main subjects discussed at the meeting 
held in July related to amendments to new leave rules, disciplinary 
enquiries, wage cuts for short timers, etc., exclusion of inferior stafl’ from 
Provident Fund and house-rent for low paid staff, while Staff Benefit Fund 
Rules, Compulsory membership of Institutes on the Eastern Bengal Railway, 
charging of house- rent from low' paid staff', revised scales of |)ay, and the 
Hours of Employment Regulations formed the main subjects discus.sed at the 
meeting held in December 1934. The suggestions put forward by the Federa- 
tion at these two meetings are under consideration by the Railway Board. 
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CHAPTER VII. 

AMENITIES FOR PASSENGERS. 

82. In previous reports information in regard to action taken for the 
greater comfort and convenience of passengers was embodied in the “ Miscella- 
neous ” Chapter. In order, however, to give more information on such 
matters, it is proposed in this and future re])orts to have a complete chapter 
for this subject which will indicate in greater iletnil what has been doRe 
during the year under report. 

In addition to improvements in train services, progre.ss was made so far 
as funds permitted, on the programme for providing better coaching stock 
and improving the existing stock. Programmes were also drawn up for the 
provision of additional waiting rooms and waiting halls, covered and raised 
platforms, refreshment rooms for Mohammedans and for Hindus and 
vendors’ stalls. Improvements were also effected in the arrangements for 
the supply of drinking water, and for ensuring the cleanliness of carriages 
including latrines on running trains. Additional restaurant car services 
were also introduced. 

The existing position on railways in regard to certain matters, and the 
particular steps for improvement that have been taken during the year on 
the principal railways are briefly summarised in the following paragraphs : — 

(i) Booking offices. 

Assam Bengal Railway. — Temporary additional lxx)king offices were 
opened at Sitakund. Barabakiind^ Baraiyadhala. Shambhuganj and Badarpur 
Ghat during melas. The provision of an additional Ixioking office at Ganga- 
sagar was sanctioned. 

Bengal and j\ orth-W csteni Railiray . — In order to meet the requirements 
of pilgrim traffic, sixty temporary Ixioking offices were opened at sixteen 
stations. 

Bombay, Baroda and (Central India Railway. — Additional temporary 
booking offices were opened for certain big fairs such as the Mahim Urs and 
the Khwaja and Pushkar Fairs at Ajmer. 

Eastern Bengal Railway booking office joint with the East Indian 
Railway was opened at the premi.ses of the Amrita Bazar Patrika, for the 
outward booking of parcels of newspapers and joint arrangements were 
effected with the combined East Indian and Bengal Nagpur Railways’ city 
booking office at Kidderpore, where liooking of all classes of pjissengers, 
luggage and parcels over both railways and steamer services was attended to. 
Work was commenced on a booking office in the new third class waiting hall 
at Siligiiri. 

East Indian Railway. — As an experimental measure an intermediate class 
booking office was opened on the city side of Cawnpore Central station. 

Madras and Southern Mahratta Railway. — An office was opened in 
Guntur Town for booking of passengers and another at Bangalore City Market 
for the booking of passengers, luggage and parcels. 

His Exalted Highness the Nizam’s State Railway . — Additional booking 
offices were opened temporarily during the im|x>rtant jathras and fairs. 

North Western Railway. — Moga Hospital City booking office was 
reopened temporarily for booking of intermediate and third class pasvsengers. 
A city booking office for passengers and luggage was opened on the Mall at 
Simla during the down-hill move. 
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Rohilkund and Kumaon Railway. — A sej)arate booking office was tem- 
porarily opened at Kathgodam for third class passengers during the summer 
months. 

(ii) Waiting roonm and waiting halls, 

Assam Bengal Railway. — At Sylhet the building of a waiting hall for 
third class passengers was begun and adequate arrangements were provided 
for passengers waiting for trains during the Astanii 8nan Mela at 
Shambhugan 3 . 

Bengal and North-Western Railway. — One waiting rtKjin foi- first and 
second class passengers was provided at Rasra and waiting halls for third 
class passengers at Rasra, Naikot and Manigachi. 

Bengal Nagyur Railivay . — The waiting hall at Burnpur was extended to 
provide more accommodation and the waiting hall for third class passengers 
at I.,ohardaga was cemented. 

Bombay, Baroda and Central hidia. Railivay .—One. additional upper 
class waiting room was provided at Baroda. A waiting hall was built at 
Sadanapura Work in connection with the provision of a waiting hall at 
Bhilad, improvements to the hall at Agra Fort (broad gauge), extension of 
the third class waiting hall at Beawar together with a waiting rr>om for* 
ladies and cement concrete tile flooring of the waiting hall at Muktsar, was 
in progress during the year. 

Burma Railways. — A waiting room for fii'st and second class passengers 
was provided at Sagaing. 

Eastern Bengal Railway. — The waiting rooms and halls for third cla.ss 
passengers at Arariya Court and Purnea, which were damaged by earthquake, 
were in course of replacement. A new station building including a sf)acious 
third class waiting hall was under construction at Barpeta Road, and the 
construction of a third class waiting hall at Siliguri was in hand. Two 
passenger shelters at Poradaha were com]>leted. 

East Indian Railway. — One waiting room for first anrl second class 
passengers and eight each for intermediate and third class passengers were 
provided. 

Great Indian Peninsula Railway. — The third class waiting hall at Kurla 
was extended. The cast iron sheet walling of the waiting hall at Chikni 
Road was raised to the top of the roof and four ventilators provided, also 
an additional bay was enclosed with cast iron sheets. The floor of the 
waiting hall at Mad an Mahal was paved with flag stones. 

Jodh'pur Railway. — Separate waiting rooms for first and second class 
passengers were provided at Jhudo and Jamesabad and a waiting hall for 
third class passengers at Jamesabad. 

Madras and Southern Mahratta Waiting halls for third class 

passengers were provided at Aravalli, Tanuku, Vendra and Palakol; and 
the existing hall at Kirloskarvadi and Godavari were extended. 

His Exalted. Highness the Nizam’s State Railway. -Improvements were 
made to the lavatory arrangements in certain waiting rooms. 

North Western Railway. — An upper class waiting room at Nok-Kundi, 
a first and second class ladies’ waiting room at Nawabshah, intermediate class 
ladies’ waiting rooms at Ambala Cantonment, Kalka and Saharanpur and 
third class waiting halls at Mithiani and Jammu (Tawi), were provided 
during the year. The flooring of the third class waiting hall at Khudabad 
was renewed and the verandah of the existing third class waiting hall at 
Hazurpur was extended. 

Rohilkund, and Kumaon Railivay. — An upper class waiting room was 
provided at Manpur Nagaria. 

South Indian Railway. — Additional waiting rooms for first and second 
class passengers were provided at Mettupalaiyam and Punkunnam. Third 
class waiting halls were built at Ariyalur, Bikshandarkovil, Narthamalai, 
Karaimadai, Tiruppur, Tellicherry, Palni, Sikkil and Tilladi and that at 

M 
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Irinjalakuda was extended. Temporary waiting halls were also provided 
at Bavanasamudram and Tiruvadamarudur. 

The statement reproduced below shows in a summarised form the number 
of waiting rooms and waiting halls provided on each Class I railway for 
the use of intermediate and third class passengers. 


Statement showing intermediate and third doss waiting rooms and wanting halls. 



A. B. 

B. A 
N. W. 

B. N. 

B., B. 
& 

Burma. 

B. B. 

B. I. 


Jodh. 

K. A 

N. S. 

N.W. 

1 

■ 

S.L 


0. 1. 


■ 

pur. 

D. sa. 


0. 

8. 

1* Total number of itatlona open lor 
passenger trafiio. 

205 

S51 

510 

649 

458 

450 

750 

560 

144 

589 

210 

877 

190 

97 

599 

2. Number of stations at which walt^ 
rooms or balls have been provided for 
intermediate class passengers : — 
















(i) generally 

10 

5 

11 

1 

•• 

8 

88 

NU 

NU 

NU 

NU 

18 

8 

NU 

NU 

(11) lor women . 

68 

10 

14 

1 

*• 

4 

87 

NU 

NU 

NU 

NU 

14 

•• 

2 

NU 

3. Number of stations at which third class 
waiting rooms or halls have been pro* 
vided ; — 
















(1) generally .... 

238 

261 

459 

474 

453 

423 

888 

467 

92 

491 

210 

684 

118 

94 

577 

(U) lor women only 

127 

85 

69 

1 

NU 

825 

170 

18 

8 

14 

2 

49 

11 

12 

18 

4 . Peroentage of stations at which waiting 
rooms or halls have been provided as 
compared with the total number of 
stations open for passenger traffic : — 
















(1) for Intermediate class» generally . 

d-89 

.1-42 

2-16 

0-15 

•• 

1-78 

6-07 

NU 

NU 

NU 

NU 

1-48 

1-58 

NU 

NU 

(11) for Intermediate class, women 
only. 

19-66 

2-85 

2-76 

0-16 

•• 

0-89 

4-03 

NU 

NU 

NU 

NU 

1-60 

•• 

2-06 

NU 

(ill) for third class, generally . 

80-68 

71-61 

90-00 

78-04 

100-00 

94-00 

44-40 

88-80 

68-90 

91-00 

100-00 

72-29 

59-47 

96-91 

96-88 

(Iv) ^or third class, women only 

43-06 

9-07 

18-58 

0-16 

yu 

72-22 

22-67 

2-82 

2-08 

2-60 

0-06 

5-59 

6-79 

12-87 

2-17 


C.«* Commercial. 
S.- Strategic. 


(iii) Covered and raised 'platforms. 

The following statements show the present position in regard to plat- 
forms generally : — 


(a) Statement showing number of stations provided with covered platforms. 



A. B. 

B. A 

B. N. 

B., B. 
A 

Burma. 

£. B. 

B. I. 

G.I.P. 

Jodh- 

1C. A 
8. M. 

N. 8. 

N.W. 

B. A 
xr 

8.1. 


N. W. 

0. 1. 

pur. 


0. 

8. 



1. Total number of stations open for 
passenger traffic. 

1 205 

851 

1 510 

649 

458 

450 

760 

560 

144 

639 

210 

877 

i 

190 

97 

599 

(1) Class D (or flag stations) . 

08 

28 

64 

116 

92 

126 

1 1 

84 

57 

86 

68 

212 

89 

5 

141 

(U) Other than class D (or flag) 
stations. 

197 

828 

446 

538 

i 

861 

824 1 

629 

476 

87 j 

458 

157 

665 

151 

92 

458 

2. (1) Number of stations at which 

there are two or more platforms. 

22 

27 

88 

100 

77 

88 

889 

190 

5 

55 

25 

282 

9 

8 

79 

(11) Total number of platforms at 
such stattons. 

53 

68 

176 

260 

158 

222 

962 

462 

18 

158 

59 

579 

28 

11 

215 

(Ill) Total number of covered plat- 
forms at such stations. 

4 

NU 

4 

154 

78 

43 

210 

125 

NU 

66 

11 

181 

8 

6 

91 

(Iv) Peroentage of (111) to (11) . 

7-65 

NU 

2-27 

59-28 

46-20 

19-87 

21-83 

27-66 

NU 

4814 

18-64 

81-26 

18-04 

54-54 

42-8$ 

ft (1) Number of stations other than 

class D at which there Is only 
one platform. 

176 

807 

878 

850 

206 

250 

288 

812 

82 

898 

147 

456 

148 

84 

879 

(11) Number of such stations at which 
there are covered platforms. 

NU 

NU 

1 

1 

4 

NU 

87 

> 9 

NU 

22 

NU 

10 

1 

NU 

6 

(lii) Peroentage of (U) to (i) . 

NU 

NU 

0-27 

0-29 

1-85 

NU 

15-55 

2-8$ 

NU 

5-5$ 

NU 

2-19 

0-70 

NU 

1-58 


O.~0omm«retal. 

S.-StMttghi. 














GREAT INDIAN PENINSUU RAILWAY. 



New Chambal Bridge Superstructure. Standard H. M. LoMciing 1934 . 
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(b) Statement showing number of stations provided 

rail level. 


with platforms above 



A. B. 

B. & 
N. W. 

B. N. 

B., B. 

&. 

Burma. 

B. B. 

£. I. 

Q.I.P. 

■ 

M. & 
S.M. 

N. S. 

N. W. 

B. A 
K. 

8.1. 




0.1. 






0 . 

8. 


1. Total number of stations open for 
passenger trat&o. 

206 

861 

610 

640 

468 

460 

760 

560 

144 

680 

210 

877 

190 

07 

690 

(1) Glass D (or flag) stations . 

OS 

28 

64 

116 

02 

126 

121 

84 

67 

86 

58 

1 212 

80 

6 

141 

(ii) Other than class B (or flag) 
stations. 

197 

328 

446 

588 

861 

824 

620 

476 

87 

458 

157 

666 

151 

02 

458 

2. (i) Number of stations other than 

flag stations at which there are 
more than one platform. 

22 

27 

76 

00 

62 

82 

360 

168 

5 

66 

11 

209 

8 

8 

70 

(li) Total number of platforms at 
such stations. 

68 

68 

168 

246 

128 

1 

210 

028 

808 

18 

168 

32 

588 

21 

28 

216 

(iii) Total number of platforms at 
such stations above rail level. 

6 

64 

182 

226 

60 

104 

608 

815 

18 

163 

81 

880 

17 

18 

146 

(Iv) Percentage of (ill) to (11) . 

0*43 

79-41 

83-54 

01-87 

80-06 

88-68 

64-08 

79-14 

100-00 

100-00 

96-88 

71-29 

80-95 

78-26 

67-44 

8. (i) Number of stations at which 

there Is only one platform. 

278 

822 

428 

507 

376 

287 

861 

845 1 

180 

484 

185 

646 

181 

88 

620 

(11) Number of such stations at which 
platforms are above rail level. 

0 

166 

128 

201 

30 

136 

154 

107 

7 

820 

71 

182 

00 

28 

278 

(Ill) Percentage of (11) to (1) 

2-20 

61-55 

28-74 

89-64 

10-87 

47-04 

42-66 

57-10 

5-04 

66-12 

88-88 

28-22 

40-72 

81-82 

63-46 


C.»= Commercial. 
8. = Strategic. 


(iv) Refreshment rooms for Hindus and Mohammedans. 

The following statement shows the number of refreshment rooms pro- 
vided for Mohammedans and Hindus previous to year under report, and 
the additions made during 1934-35 : — 


The table below shows the details of number of stations on Class I Railways, provided 
with refreshment rooms for Hindus and Mohammedans on Slst March, 1935. 



NUXBBB of BTATIONg PROVIPBD WITH 
RRFBKHUMIBNT ROOMS FOR TRB U8B OF 

Numbbr of rbfrbbhmbnt rooms which 

WERE PROVIDBP DITRINO TUB YBAR. 

Name of Railway. 

Hindus 
and Moham- 
medans. 

Hindus 

only. 

Moham- 

medans 

only. 

Hindus 
and Moham- 
medans. 

Hindus 

only. 

Moham- 

medans 

only. 

Assam Bengal .... 

8 






Bengal and North-Western 

• • 

9 

9 




Bengal Nagpur .... 

13 






Bombay, Baroda and Central India 


8 

5 




Eastern Bengal .... 

21 

12 

7 




East Indian .... 

12 

4 

4 


1 

2 

Great Indian Peninsula . 

. . 

5 

6 


. • 


Jodhpur 

3 

1 

- 




Madras and Southern Mahratta 

• • 

36f (17 broad 
\ gauge +10 
0 metre i 

V. gauge) 

7 


• - 


His Exalted Highness the Nisam's 
State 

• • 

10 

11 

• • 



North Western .... 

21 

.. 

.. 

2 



Eohilkund and Kumaon 

1 

.. 

.. 




South Indian .... 

88 

-• 

6 

1 




(v) Vendors' stalls in waiting halls and on platforms. 

Assam Bengal Railway . — 62 Hindu stalls, 3 Marwari stalls and 40 
Mohammedian stalls were in use at 50 stations. 

Bengal and North-Western Railway . — There are stalls at 38 stations. 
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Bengal Nagpur Railway. — No addition was made to the number of stalls, 
i.e., 65 that were in use during the previous year. The Hindu stall at 
Vizianagram was extended so as to provide separate accommodation for 
Brahinans and non-Brahmans. 

Bombay, Baroda and Central India Railway. — 78 stations on the broad 
gauge and 32 stations on the metre gauge had stalls. Four stalls, viz., one 
each at Mahalakshmi, Fort Songhad, Kora and Umalla, were provided during 
the year. 

Burma Railways. — 260 stalls were open at the end of the year. 

Eastern Bengal Railway. - Tqsl and light refreshment stalls were pre- 
viously provided at 79 stations. New stalls were provided during the year 
at Kalchini, Majbat and Godagari Ghat. 

East Indian Railway . — Stalls were previously in existence at 114 stations. 
During the year four stalls were opened, one each at Barka Kana, Madhupur, 
Kashi and Sandila. 

Great Indian Peninsula Railway. — There were stalls previously at 132 
stations. During the year. 11 stalls were provided as follows: — 

2 at Karel i ; and 

1 each at Chandur. Dholpur. Gwalior. Jeur, Mumbra, Pusad, 

Raja-ki-Mandi. Sohagpur and Yeola. 

Jodhpur Vendors’ stalls were in existence at five stations. 

Stalls for ice and aerated waters were opened temporarily at Kuni Junction, 
Jamesahad. Pithoro and Mirpur Khas. 

Madras a7id Southern M ahratta Railway. — No addition was made to the 
number of stations, r/z., seven at which stalls were previously provided. 

Ilis Kivalted Hig/iue.'ss the Nizam's State Railway. — There are stalls at 
134 stations. 

North Western Railway. — Stalls were previously in use at 126 stations. 
During the year under review. 11 new stalls were provided, viz. : — 

2 each at Kalka, Bhatinda and Batala, and 

1 each at Tando Adam, Rahim Yarkhan, Klianpur, Ruk and Quetta. 

Tn addition, 18 tea tables were ])rovided on the platforms and in the 
waiting halls of 10 important stations. 

Rohilkmid and Kumaon Railway. — ^There are two tea stalls at 
Kathgodam and one at each of the following stations : — 

Lucknow City, Sitapur. Pilihhit, Bhojeepura, I.,akhimpur Kheri, 
Mailani, Tzatnagar and Bareilly City. 

South Indian Railwaif. — At the end of the year, 190 stalls were open. 
D uring the year, 26 new stalls were provided at the following stations : 

{a) Fruit stalls — Mandapam, Kodambakkam, Vadamadura and 
Madras Beach (Goods Shed). 

(5) Combined fruit and tea stall- Punkunnam. 

(c) Light refreshment stalls — Conjeeveram. Olavakkot, Virudhunagar 
and Palni. 

{d) Pan Stalls — Chingleput, Chidambaram. Vriddhachalam, Maya- 
varam, Tiruvarur, Tiruturaipundi, Tanjore, Dindigul, 
Manamadurai, Madura, Trivandrum Central, Palni, Mettu- 
palaiyam, Shoranur, Calicut and Cannanore. 

{e) Tea stalls — Walajabad, 
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The following statement summarises the number of stations on Class I 
Railways, at which vendors’ stalls were open during the year 1934-35. 


Railway. 

Number of 
stations at 
wbioh stalls 
were in service 
on Slat March, 
1935. 

Number of 
Btalls opened 
during the year* 

Assam Bengal ...... 

. 

. 

• 

60 


Bengal and Korth-Western 

• 

* 

• 

38 

1 

Bengal Nagpur ..... 

• 



66 

- • 

Bombay, Baroda and Central India 

• 



110 

4 

Burma ...... 




260 

• • 

Eastern Bengal ..... 


% 


79 

3 

East Indian .... , . 




114 

4 

Great Indian Peninsula .... 

• 



132 

11 

Jodhpur ....... 

• 



.5 

4 

Madras and Southern Mahratta . 

• 



8 


His Exalted Highness the Nizam's State 

• 

• 


134 


North Western ...... 

. 

• 


126 

11 

Rohilkund and Kumaon .... 

- 

. 


11 

10 

South Indian ...... 

• 

• 

• 

190 

26 


(vi) Water su'irply for passengers. 

Assam Bengal Railway.- {a) Large stations. — Water taps are provided 
on platforms. Watermen are also employed at a number of stations to supply 
drinking water to passengers at train times. Clean chlorinated water is 
made available in earthen chatties at all stations, in addition to European 
type filters installed at 21 stations. 

(6) Small stations. — Earthen chatties on wooden stands supply clean 
chlorinated water. 

(c) 29 watermen were permanently employed at 27 stations. Hindu 
staff were also deputed to help watermen during rush periods. 

Bengal and N orth-W estern Railway . — (a) Large -Hydrants are 

provided at suitable places on station platforms. Water is also provided to 
passengers in trains by watermen provided with wheeled water tanks and 
buckets. 

(6) Small stations. — Water is kept ready in buckets in the station 
verandahs, whence watermen and other staff supply water to passengers in 
■trains. At engine watering stations, taps are also provided for the supply of 
water to passengers. 

(c) 128 watermen were permanently employed at 94 stations and 106 
temporary additional watermen were engaged for the hot weather months. 

Bengal Nagpur Railway. — {a) Large stations. — Water shelters are 
■provided at 90 stations. 
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(6) UmoLl stations. — Drums on wheels are provided for supplying water 
at many stations. Tube wells are being provided according to a programme 
where the existing supply is not adequate. 

(c) 176 watermen were employed permanently at 136 stations, and 100 
additional watermen were engaged during the hot weather months. 

Bombay, Baroda and Central India Railway. — (a) Large stations . — 
Water taps are provided on platforms; in addition, permanent Hindu water- 
men supplemented by temporary men during summer attend to passengers. 
At the majority of stations, water huts and piaos are provided, where cool 
water is stored in earthen g haras. 

{b) Small stations. — Hydrants are provided at certain small stations, 
and at others permanent watermen, supplemented by temporary men in 
summer, supply water to passengers. 

(c) At 29 stations on the broad gauge and 304 stations on the metre 
gauge, 44 and 453 watermen respectively were employed permanently. In 
addition, 91 and 38 temporary watermen were provided during the hot 
weather months. One water tap at Samni and one at Baroda were j>rovided 
during the year. 

Bui'ma Railways . — («) Large Hydrants are provided on plat- 

forms and in waiting sheds. 

ib) Small stations.- Earthen pots containing drinking water are placed 
in special stands on platforms. 

(c) 20 watermen were permanently employed at 14 stations and 5 water- 
men temporarily during the hot weather months. During the year, a water 
tank was provided in the third class waiting hall at Thazi. 

Eastern Bengal Railway. — (a) Large stations. — A connection was made 
from the water tank to the station platform at Dacca. 

(b) Small stations. — Tube wells were sunk at four stations, a water tap 
provided at one station and pipe connection at another. 

(c) 132 watermen were permanently employed at 74 stations and 39 
temporarily during the hot weather months. 

East Indian Railway. — {a) Large stations. — In addition to hydrants on 
platforms, galvanised tanks on wheels or trollies with earthen pots, were used 
for supplying water to passengers. During the year, re-iniorced concrete 
tanks with a number of taps were provided at two stations and separate 
trellis kiosks, containing earthen pots or buckets, of drinking water, were 
provided at 51 stations. 

(fe) Small stations. — Trellis kiosks were in use at 88 stations. 

(c) 703 watermen were permanently employed at 431 stations and 504 
temporarily during the hot weather months. 

Great Indian Peninsula Railway . — (a) Large stations. — ^Watermen were 
permanently employed to supply water to passengers and, in addition, a 
sufficient number of chatties containing cool drinking water were kept in 
cages. Two drinking water fountains were provided at Harda during the 
year. 

(6) Small stations. — Sufficient number of Kankharies and chatties con- 
taining cool drinking water were placed in shelters. 

(c) 281 permanent watermen were employed at 208 stations and 382 
temporarily during the hot weather. 

'Jodhpur Railway. — {a) Large stations. — Water taps were provided on 
platforms, in addition to piaos and Hindu watermen. 

(?>) Small stations. — Hindu watermen were engaged and piaos provided 
at the majority of stations. 

(c) 101 watermen were permanently employed at 98 stations; and 13 
temporarily during the hot weather months. 
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Madras and Southern Mahratta Railway . — An additional water tap was 
provided at Kottur and Hagaribommanahalli stations. 

His Exalted Highness the 'Nizam's State Railway. — (a) Large stations . — 
Water taps were provided on the platforms. 

(6) Small stations . — Drinking water was supplied to passengers in trains 
-.by watermen employed at stations. 

{c) There were 38 stations at which one waterman each was employed. 
The total number of watermen employed throughout the year was 44. During 
the hot weather, a third class compartment was reserved for a travelling 
waterman on all passenger and mixed trains for the supply of drinking water 
to passengers. 

North Western Railway . — In addition to water taps, hand barrows con- 
taining earthen pots filled with cool water, were provided for supplying 
water to passengers. Water shelters containing a sufficient numl^r of 
‘ mutkas were also provided during summer. 

1,414 watermen were permanently employed at 892 stations. During the 
hot weather months, 732 additional watermen were employed temporarily at 
important stations. Travelling watermen were also in service on certain 
sections. Extra water taps were installed on passenger platforms and in the 
third class waiting halls at certain stations. 

Rohilkund and Kumaon Railway. — (a) Large stations . — Sixteen water 
carte of improved pattern, were in use for the supply of water to passengers. 
Two double-stand pipes were provided at Gola Gokaran Nath for use during 
melas. 

(6) Small stations . — In addition to cold drinking water placed in buckets 
for the use of passengers, one station was fitted with Gujranwala pumps and 
three more were in course of being so fitted. 

(c) 42 permanent watermen were employed at 42 stations and 37 water- 
men temporarily during the hot weather. In addition, 11 bhisties were 
employed at important stations. 

South Indian Railway. — (a) Large stations . — In addition to the provi- 
sion of hydrants, water tubs and drums on platforms, water carriers were 
also detailed to supply water to passengers in trains. 

(&) Small stations . — ^Hydrants were provided on the platforms at tlie 
more important stations. In addition, water was stored in drums which were 
kept in a cage or box. Additional hydrants and water tanks were provided 
at seven stations during the year. 

{c) 165 permanent water carriers were employed at 106 stations. 


(vii) Restaurant or buffet car seroices. 

Assam Bengal Railway . — One restaurant car was in regular .service on 
the Assam Mail trains between llojai and Furkating. 

Bengal Nagpur Railway . — Restaurant cars on the European style were 
run on the Up and Down Bombay and Madras Mail trains. On excursion 
specials, a kitchen car was provided. 

Bombay, Baroda and Central India Railway . — Restaurant cars catering 
in European style were in service on the Frontier Mail trains between Bombay 
Central and Delhi and on 1 Up and 2 Down between Ahmedabad and Ajmer 
and 3 Up and 4 Down between Ahmedabad and Delhi. 

Third class carriages catering for Hindus and Muslims were provided 
on 15 Down and 16 Up between Bombay Central and Viramgam and 19 
Down and 20 Up between Bombay Central and Delhi. , 

Eastern Bengal Railway . — Jlestaurant cars catering in European style 
* were run on the Assam Mail trains (3 Up and 4 Down) between Calcutta and 
Parbatipur. 
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East Indian Railway. — KeStaurant cars catering in European style, 
were provided on 8 services : — 

Nos. 1 Up and 2 Down — Calcutta-Delhi-Kalka Mails. 

Nos. 3 Up and 4 Down — Bombay Mails. 

Nos. 7 Up and 8 Down — Howrah-Delhi Expresses. 

Nos. 5 Up and 6 Down — Calcutta- Punjab Mails. 

Five restaurant cars for catering in Indian style, were being built. 

Great Indian Peninsvla Railway. — Restaurant cars catering in Euro- 
pean style, were run on sixteen trains. 

Restaurant cars catering in Indian style, were run on two trains. 

Buffet cars were run on four trains. 

Jodhpur Railway. — Restaurant cars catering in European style, were 
run on 3 Up and 4 Down between Marwar and Hyderabad (Sind). 

Refreshment cars catering in Indian style were run on the following 
services ; — 

3 Up and 4 Down between Marwar and Hyderabad (Sind). 

9 Up and 10 Down between Jodhpur and Hyderabad (Sind). 

29 Up and 30 Down between Sujangarh and Degana. 

Buffet cars providing light Indian refreshments were run on 73 Up and 
74 Down trains between Jodhpur and Phalodi. 

Madras and Southejm Mahratta Railway. — Restaurant cars catering in 
European style were running on nine mail and express trains. 

His Exalted Highness the Nizam's State Railway. — A buffet car for the 
supply of meals and other refreshments to Hindu and Mohammedan pas- 
sengers, was run between Bezwada and Wadi by Nos. 1 Up and 2 Down 
p.as8enger trains. 

North Western Railway. — Restaurant cars catering in European style, 
were run on the following trains : — 

7 Up and 8 Down between Lahore and Rohri. 

9 Up and 10 Down between Rohri and Karachi. 

3 Up and 4 Down between Lahore and Rawalpindi. 

Dining and vending cars for Hindus and Mohammedans were run on the 
following trains : — 

57 Up and 58 Down between l^ahore and Delhi 

7 Up and 8 Down l)etween l^ahore and Rohri. 

Three dining cars for catering in Indian style were constructed during 
the year to replace vending cars. 

Rohilkund and Kumaon Railway. — Restaurant cars, catering in Euro- 
pean style, were run on three trains. 

South Indian Railway. — Dining cars catering in European style were- 
run on 1 Up and 2 Down (Indo-Ceylon Express trains) between Trichinopoly 
and Dhanushkodi and on the Up and Down Blue Mountain Express traina 
between Erode Junction and Mettupalaiyam during the hill season only. 
Buffet cars, providing light refreshments, were run on : — 

Nos. 7 and 8 — Dhanushkodi Fast Passengers. 

% 

Nos. 9 and 10 — Trivandrum Fast Passengers. 

Nos. 11 and 12 — Shencottah Passengers. 



MADRAS AND SOUTHERN MAHRATTA RAILWAY. 



m Class Diesel Rail Car-Side view. 




CXAT. VII.] 


AMENITIES FOR PASSENGERS. 




The following summarises the restaurant car services during 1934-35 : — 


Railway. 

Number of trains on 
which restaurant oars 
were run, catering in 

Number of 
trains on 
which buffet 
cars were 

run. 

Remarks. 

European 

Style. 

Indian 

Style. 

Assam Bengal .... 

2 

• • 



Bengal Nagpur .... 

4 

• • 

• • 


Bombay, Baroda and Central India 

6 

4 


1 

Eiastern Bengal .... 

2 

1 




East Indian .... 

8 

^ ^ * 


* 5 cars fur catering irv 
Indian style woix? be- 
ing built. 

Great Indian Peninsula 

16 

2 

4 

Jodhpur . . ■ . 

2 

6t 

2 

t Refreshment cars. 

Madras and Southern Mahratta 

9 




His Exalted Highness the Nizam’s 
State. 


• • 

2 


North Western .... 

6 

4 

• » 


Rohilkund and Kumaon 

3 

* • 

• • 


South Indian .... 

4 


6 



(viii) Improvements carried out in existing lower class carriages. 

The improvement in regard to the provision of amenities for the comfort 
and convenience of passengers in the existing lower class carriages has been 
maintained. 

Electric lighting in lower class carriages on the Assam Bengal, Eastern 
Bengal, East Indian and Great Indian Peninsula Railways has been improved. 
7 metre gauge bogie coaches on the Jodhpur Railway have been fitted with 
dynamo and cells. 7 broad gauge bogie coaches previously provided with oil 
lights on the South Indian Railway have been fitted with electric lights. 

Seat backs in 59 metre gauge bogie third cla.ss coaches on the Soutli 
Indian Railway liave been raised to provide additional comfort. The seats 
in the new carriages on the Bengal Nagpur RaiKvay are of an improved 
type and they are appreciated by tl)e travelling public. 

Hat pegs and hooks have been i>rovided in lower class stock on the Assam 
Bengal and South Indian Railways. 

61 glass frames and 107 louvre frames and windows have been provided 
in third class compartments of 13 coaches on the North Western Railway. 

88 third class carriages with female compartments on the Assam Bengal 
Railway have been provided with communication wdndows in the partition 
between male and female compartments. 

All Class I Railways have taken steps to provide means to readily identify 
at night compartments set apart for women. 

(ix) Improvements car.ried out in the latrines of third class carriages. 

This matter continues to engage the attention of all railways. 

Electric lights have now been provided in third class latrines of all the 
seven main line mail rakes on the Burma Railways. Electric lights have also 
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been installed in the latrines of 196 carriages on the North Western Railway 
and 107 carriages on the Bengal and North-Western Railway. Arrangements 
for fitting electric lights in the latrines in other lower class carriages of the 
latter two railways are in hand. Electric lights in third class latrines on 
the Assam Bengal and Great Indian Peninsula Railways have been improved. 

Arrangements are in hand to increase the size of latrines in lower class 
carriages which are below the standard size on the Bengal and North-Western, 
Eastern Bengal, Jodhpur, North Western and Rohilkund and Kumaon 
Railways. 

Iron coat hooks and shelves for holding lota and soap have been pro- 
vided in latrines of the new and rebuilt lower class carriages on the Assam 
Bengal Railway. Similar shelves have been provided in latrines of 214 
existing lower class coaches on the North Western Railway, which are also 
being modified so as to prevent water finding its way into main compart- 
ments. On the Jodhpur Railway, 16 latrines in third class carriages have 
been provided with water tanks. Minor improvements such as coat hooks, 
electric light and frosted glass liave also been introduced in third class 
latrines of this Railway. Automatic electrical equipments for improving 
the flushing arrangements of third class latrines fitted by the North Western 
Railway are under trial. 


(x) Arranifeuu^nts to rufoire clrtuilincss of latrines in pai^senger trains. 

Assam Bengal Railway . — Train examiners at terminals and intermediate 
train examining stations were required to give special attention to cleaning 
and disinfecting lavatories and latrines in all carriages. At terminal stations 
train examiners were made per.sonally responsible for seeing that the roof 
tanks of carriages were clean and filled with water before each trip. District 
officers inspected all coaches at regular intervals. Overhead watering 
arrangements for carriages were provided at Bcadarpur, Eumding, Akhaura 
and Shaistaganj. 

Bengal and North-Western Railway . — At all junctions, starting and 
terminal stations, overhead water tanks were cleaned and filled with fresh 
water. At these stations latrines were cleaned and disinfected whenever 
necessary. 

Bengal Nagpur Railway stations Khargpur, Chakardharpore, 
Raj Kharsawan, Jharsuguda, Bilaspur, Dongargarh and Khurda Road were 
provided with portable steel tanks containing disinfectants for use in inter- 
mediate and third class latrines, in running trains. All latrines were 
properly cleaned and disinfected unless, as was sometimes experienced, 
passengers objected to a sweepei* entering the compartment. The importance 
of keeping latrines in running trains in a clean state was constantly impressed 
upon the staff concerned. To provide adequate facilities for filling lavatory 
tanks with clean water, overhead watering arrangements were available at 
important centres -Chakardharfjore, Bilaspur, Dongargarh, Khurda Road 
and Adra and ground hydrants were provided at Kantabanji and Rayaghada. 
At stations not equipped with overhead watering arrangements, special 
wheeled tanks were used for filling lavatory tanks. 

Bombay., Baroda and Central India Railway . — Tanks of carriages were 
filled at starting stations and replenished at large stations en route by special 
staff. Notices were also exhibited in the lavatories of third class carriages 
on the broad gauge advising the public to inform the guard or station staff, 
when the services of a sweeper wei’e required. The names of stations, where 
sweepers were specially provided for the purpose, were also detailed in these 
notices. On the metre gauge, lavatories in carriages were cleaned en route 
by sweepers provided at certain stations. 

Burma Railways . — Extra sweepers for cleaning latrines in third class 
carriages were posted at iniportant stations, where thTough trains had a 
sufficiently long halt. 
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Eastern UengaX^ Railway. — Iji accordauce with tlie geiieral instructtcttis 
issued, the staff of 'the carriage examining stations saw that roof tanks of 
carriages were filled at starting stations and en route where special facilities 
and time permitted. They also saw to the washing, cleaning and disinfecting 
of latrines in all carriages at starting stations. Sweepers were also kept in 
readiness to attend to latrines of carnages on arrival of trains. 

East Indian Railway. — The tanks of carriages were filled at all starting 
stations and also en route when necessary. At terminal stations each rake 
was thoroughly cleaned and washed. At the larger stations en route staff 
were detailed for cleaning carriages and attending to latrines. All Head 
Train Examiners had instructions to inspect trains and see that the orders 
issued were complied with. Similarly, all Divisional Officers were required 
to inspect trains and report on the cleanliness of carriages arul latrines. 
These reports were summarised and submitted monthly to the ('hief Operat 
ing Superintendent, together with action taken to l•cc•tify defects bi'ought to 
light. 

Great Indian Peninsula Railway . — All latrines were flushed with water, 
then scrubbed down with soap and water, flushed again with water and 
finally disinfected at the starting stations. At intermediate stations sweejiers 
were detailed to clean lavatories in each unoccupied compartment and those 
in the occupied compartments, with the permission of passengers. 

Water tanks were provided to supply water for the tanks in third class 
lavatories Iwth at starting stations and at stations en route. 

Jodhpur Raihvay. — At terminal stations and at intermediate engine 
changing stations, staff were instructed to fill carriage tanks. At stations 
where trains stopped for a sufficiently long time, the staff’ attend to the 
latrines, if and when desired by ])assengers. 

Madras and Southern Mahratta Railway. — The carriage tanks on all 
trains are filled with w’ater and latrines cleaned at starting stations and at 
suitable stations en route. At all important stations, sweepers are detailed 
to attend to each train to clean latrines. 

His Eocalted Highness the Nizam's State Railway. — At all starting- 
stations and at junctions, staff are instructed to fill up w^ater tanks of all 
passenger carriages and to sweep and clean all latrines. 

North Western Railway . — Instructions were issued to tlie staff to give 
particular attention to the cleanliness of lavatories in passenger carriages and 
to see that tanks in carriages were filled both at the starting station and at 
stations en route. Station Masters and Train Examiners are required to 
arrange for the cleaning of lavatories at stations en route. 

Rohilkund and Kumaon Railway. — All tanks of passenger and mixed 
trains are filled at starting stations and at suitalde intermediate stations. 
At all carriage examining stations sweepers are detailed to clean latrines. 

South Indian Railway . — All carriage latrines are cleaned and disinfected 
at each train examining station. Train Examiners at stations are respon- 
sible for supervising this work and for seeing that water tanks are full. 
Rolling Stock Inspectors and Eocomotive Inspectors were also specially 
instructed to watch this matter. District Officers carried out periodical 
inspections. Special instructions were issued for the tanks of all carriages 
to be filled as frequently as possible between 6 and 8 both in the morning 
and in the evening. In addition to paying individual attention to complaints 
brought to notice. Guards are also responsible for seeing that lavatories are 
properly cleaned and water tanks filled. Printed notices are exhibited in 
lavatories, requesting passengers to report deficiencies to the guard. Station 
Masters are also required to keep a sufficient number of buckets of water 
ready on the platform to fill carriage tanks on arrival should tl)is be necessary. 
As an experimental measure, carriages of all trains passing through Trichi - 
nopoly Junction, are cleaned during their lialt. 

N 2 
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•(xi) Reserved lower class com'partments for women. Arrangements made to 

distinguish women's com'partments at night. 

On most principal railways intermediate and third class compartments 
reserved for women have either a glass panel bearing the figure of a woman, 
illuminated at night, or a plaque or board with a similar distinguishing 
figure, and in some cases with the addition of the words ‘ For women only 
in English and a vernacular. These boards are also usually illuminated 
at night. 

On the Bengal and North-Western, Jodhpur and Rohilkund and Kumaon 
Railways compartments for women have the figure of a woman painted on the 
door or on a white enamel plate affixed to the door of the compartment 
reserved. 

On the Bombay, Baroda and Central India and East Indian Railways 
compartments for women are generally in the rear of trains, near the guara’s 
compartment, an arrangement which is generally familiar to passengers 
travelling on those lines. 

(xii) Overcrowding in third class carriages. 

All class I Railways took a census of the number of passengers in third 
class carriages at least once in the year — during the busiest period — and more 
often when circumstances required it, so as to make certain that the number 
of trains run and the stock in use was sufficient for public requirements. 
'The results of these censuses were placed before Local Advisory Committees 
in practically all cases. That the stock provided was generally adequate 
appears to be clear from the figures obtained. Occasionally a train was 
found to contain more passengers than the seating accommodation available, 
hut such instances were rare, and the excess was almost always due to a 
sudden rush which could not have been foreseen, i.e., an abnormal number 
of marriage parties, etc. If the results of a census indicated the desirability 
■of a further census, this was arranged so that the question of remedial 
measures could be considered. 
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CHAPTER VIII. 

MISCELLANEOUS. 

83. Accidents. — (a) The following table shows the number of railway 
servants and other persons killed and injured in accidents on Indian Rail- 
ways, excluding casualties in railway workshops during the year 1934-36 as 
compared with the previous year : — 


Oause. 

KiIAaSB. 

iKJUBBD. 

1933-34. 

1 

1984-36. 

1033-34. 

1984-36. 


A . — Paatengera. 





In accidents to trains, rolling-stock, per- 
manent-way, etc. 

In accidents caused by movements of trains 

21 

16 

160 

74 

204 

189 

785 

794 

and railway vehicles exclusive of train 
accidents. 





In accidents on railway premises in which 

7 

5 

19 

88 

the movement of trains, vehicles, etc., 
was not concerned. | 





Total 

232 

209 

964 

906 

B. — Railway servants. 




1 

-in accidents to trains, rolling-stock, per- 
manent-way, etc. 

In accidents caused by movements of trains 

9 

10 

123 

107 

177 

188 

1,975 

2.269 

and railway vehicles exclusive of train 
accidents. 





Jn accidents on railway premises in which 

33 

24 

6,357 

6.071 

the movement of trains, vehicles, etc., 
was not concerned. 





Total 

219 

217 

8,455 

8.447 

C. — Other than passengers and 





railway servants. 





-la accidents to trains, rolling-stock, per- 

45 

82 

86 

42 

manent-way, etc. 

In accidents caused by movements of trains 

2,307 

2.646 

679 

790 

and railway vehicles exclusive of train 
accidents. 





^n accidents on railway premises in which 

23 

28 

798 

67 

the movements of trains, vehicles, etc., 
was not concerned. 





Total 

2,375 

2.606 

1,663 

899 

Grand Total 

2,826 

8.081 

10,982 

10.262 


Grand Total 
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(b) Out of the total of 3,031 persons killed, 2,019 were trespassers; 460 
were reported to be suicides and 57 were killed on railway premises otherwise 
than during the movement of trains, vehicles, etc. The increase in the num- 
ber killed, as compared with the previous year, is principally under the heads 
“ trespassers ” (187) and “ suicide ” (67). The number of persons injured 
decreased by 730. The number of passengers killed, decreased by 23 and of 
passengers injured by 58 although there was an increase of 2’4 million passen- 
ger train miles in comparison with the previous year. 

(c) The following statement shows the number of passengers killed and 
injured on all railways during each of the last 5 years : — 


Year, 

PA88S1 

Killed. 

VOBBS. 

Injured, 

1930-31 

• 

• 

• 

• 

• 

• 

• 

• 

• 

337 


1,037 

1931-32 

• 

• 

• 

• 

• 

• 

• 

• 

• 

255 


912 

1932-33 

• 

• 

• 



• 

• 

• 

• 

231 


843 

1933-34 


• 

• 

• 

• 

• 

• 

• 

• 

232 


964 

1034-35 

• 

• 

• 

• 


• 

• 

* 


209 


9oa 


(d) On class I Railways the number of railway servants killed in acci- 
dents which occur led during the movement of trains and railway vehicles, 
exclusive of train accidents, increased by 3 and the number injured by 302. 

The following table analyses the main causes of these accidents : — 



KiIaLXD. 

IiTJuaxs. 

Cause. 

1933-34. 

1934-36. 

1933-34. 

1934-35. 

Misadventure or accidental 

122 

124 

1,771 

2,022' 

Want of caution or misconduct on the 
part of the injured person. 

47 

46 

140 

182 

Want of caution or breach of rules, etc., 
on the part of servants other than 
the person injured. 

• • 

3 

22 

30 

Defective apparatus or system of working, 
dangerous places, dangerous condition 
of work or want of rules or systems of 
working. 

• • 

• • 

• • 

1 

1 

Total 

169 

172 

1,983 

2,286 


(e) The following statement analyses the accidents which occurred during 
the last two years, grouped under the principal causes. A statement showing 
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the accidents in greater detail for each railway will be found in Appendix D 
of Volume II of this report : — 


I. 

Running over cattle . . • . . 

1938-34. 

9,701 

1984.36. 

9,362 

2. 

Derailments not involving passenger trains . 

3,174 

3,217 

3. 

Accidents due to failure of couplings and 
draw gear ...... 

1,917 

2,029 

4. 

Accidents due to failure of engines owing to 
faulty material, workmanship and 
operation arising from the working of the 
running staff ..... 

1,401 

1,406 

5 . 

Accidents due to failure of other rolling- 
stock ....... 

345 

748 

6. 

Accidents due to failure of engines owing to 
faulty material and workmanship in the 
Mechanical Department 

521 

556 

7. 

Broken rails ...... 

355 

323 

8. 

Demilment of passenger trains . 

234 

274 

9. 

Fires in trains or at stations or bridges 

186 

215 

10. 

Running over obstructions on the lines 
other than those at level crossings . 

193 

180 

11. 

Collision involving goods trains or goods 
vehicles ...... 

148 

133 

12. 

Flooding of permanent- way 

188 

107 

13. 

Attempted train wrecking .... 

116 

1 07 

14. 

Trains running over obstructions or veliicles 
at level crossings ..... 

94 

73 

16. 

Passenger trains running in the wrong 
direction through points but not derailed 

55 

72 

10. 

Land slips ....... 

74 

52 

17. 

Accidents due to failure of axles . 

44 

51 

18. 

Collisions involving passenger trains . 

65 

47 

19. 

Collisions between light engines . 

43 

3;i 

20. 

Accidents due to failure of tyres or wheels . 

12 

33 

21. 

Train wrecking ...... 

20 

17 

22. 

Accidents due to failure of brake apparatus . 

13 

15 

23. 

Failure of bridges or tunnels 

6 

5 

24. 

Miscellaneous ...... 

326 

315 


Total 

19,231 

19,370 


(/) The total number of accidents shows an increase of 148 as compared 
nvith the previous year ; against this the increase in total train miles was (v8 
:millions — 

(i) “ Running over cattle ” still accounts for the largest number of 
accidents, i.e., 48 per cent, of the whole. Next in order, are 
“ derailments not involving passenger trains ” (17 per cent.), 
“ accidents due to failure of couplings and draw gear ” (10 
,per cent.), “ accidents due to failure of engines owing to faulty 
'working of the running staff ” (7 per cent.), “ accidents due 
to failure of other rolling stock ” (4 per cent.), “ accidents due 
to failure of engines owing to faulty material, etc., in the 
mechanical department ” (3 per cent.) and “ broken rails ” (2 
per cent.). 

(ii) In spite of an increase in the number of trains run there was a 
decrease in accidents under the heads “ Trains running oyer 
obstructions or vehicles at level crossings ” and “ Collisions in- 
volving passenger trains 

i(iii) Accidents in railway workshops accounted for the death of 12 
and injuries to 7,342 railway servants, or an increase of 4 in 
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the former and a decrease of 1,447 in the latter head as com- 
pared with the previous year. 

84 . Brief details are given below of the more serious accidents which 
occurred during the year. 

On the 10th April, 1934, while No. 143 Up Parcels Express (Bengal an(i 
North-Western Railway) was shunting to a dead siding to detach two parcels- 
vans it side-collided with the engine of No. 50 Down Mixed train (Rohilkund 
and Kumaon Railway) which was being received at the station. There were 
no casualties but the estimated cost of damage to the two engines and the 
permanent way approximated to Rs. 7,500. 

On the 25th May, 1934, a motor lorry collided with the leading vehicle 
of No. 370 Up Goods train at a level crossing close by the catch siding points 
at the entrance to Bara Jam da station on the Bengal Nagpur Railway. One 
female cooly in the lorry and the lorry driver were killed. 

On the 15th June, 1934, while an Up Light train was proceeding from 
Hatta Road to Balaghat on the Bengal Nagpur Railway, due to a violent 
storm, the complete train consisting of five bogies, with the exception of the 
engine, capsized at mile 641/10-11. Fourteen passengers were injured 
slightly and the Permanent Way Inspector, Balaghat, was seriously injured. 

On the 16th August, 1934, a motor lorry, with a trailer, collided with; 
No. 27 Up Goods train at a “ C ” class unmanned level crossing between 
Margherita and Powai on the Dibru Sadiya Railway, resulting in the death 
of three persons, including the driver of the lorry, and serious injury to 
another passenger on the lorry. 

On the 20th September, 1934, No. 46 Up Passenger train derailed between 
Kesinga and Rupra Road stations on the Raipur-Vizianagram section of 
the Bengal Nagpur Railway, due to the bank having been washed away leav- 
ing the rails and sleepers unsupported ; thirteen persons were killed. 

On the 8th October, 1934, the engine and tender of No. 29 Up Fast 
Passenger train derailed between Rao and Indore stations on the Bombay, 
Baroda and Central India Railway, due apparently to the removal of a rail 
by some unknown persons, resulting in slight injuries to nine persons and 
damage of approximately Rs. 24,000 to the permanent way and rolling-stock. 

On^the 10th October, 1934, a collision occurred between a goods train 
and a rake of tramway wagons on the Kymore siding of the Great Indian 
Peninsula Railway, causing damage to rolling stock approximating to 
Rs. 15,300. 

On the 17th October, 1934, No. 26 Pas.senger train derailed between 
Puttur and Nagari stations on the north-west line of the Madras and’ 
Southern Mahratta Railway due to the unsupported and unpacked pots under 
the rail- the permanent way staff who were lowering a rail leaving insuffi- 
cient support for the train to pass in safety. As a result of the accident 
four of the staff and a leper who was travelling without a ticket in an empty 
third class bogie received slight injuries. 

On the 15th December, 1934, No. 3 Up Mail derailed at bridge No. 173 
l)etween Penwegon and Tawgywein on the Rangoon -Mandalay main line of 
the Burma Railway.s due to some unknown persons having removed both pairs 
of fishplates from the joints immediately ]:)receding the bridge. One female 
third class passenger died of injuries, the driver and both firemen were 
seriously injured and twelve other passengers received injuries. The damage 
to engine and rolling-stock amounted to approximately Rs. 36,800. 

On the 18th February, 1935, No. 55 Up Passenger train derailed near 
Vadali station on the Bombay, Baroda and Central India Railway, causing 
damage to permanent way and rolling stock amounting to Rs. 6,650. The 
three Wmbers of the engine crew were injured. The accident was ascribed 
to the excessive speed at which the train was travelling on a curve, combined' 
with instability of the engine at speed. 
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85. Damage by earthquake, floods and cyclones. — The year under 
review on the whole, proved a more fortunate one than the preceding year, 
in that railways were not subjected to any cataclysms of the magnitude of 
the earthquake experienced in January, 1934. The monsoons, however, took 
their usual toll in the shape of breaches of the permanent way, destruction 
of bridges and other structures and interruptions to traffic. The more im- 
portant of these are given below ; — 

Assam Bengal Railway . — Unusually heavy rains in the Khasi and 
Jaintia hills in the second half of June, caused the Kopili and other rivers 
to rise to an unprecedented height and caused extensive damage to the Gauhati 
and part of the Chaparmukh-Silghat branches, including the washing away 
of a 3 X 60' bridge ; as a result the branches remained closed to traffic for a 
period of between 2 to 3 months. 

The line was also visited by 3 cyclones of some severity, which caused 
damage to quarters and signals at various places, and capsized 3 passenger 
coaches at Sylhet, fortunately of an empty rake. 

Bengal and North-Western Railway . — Due to the simultaneous rise of 
the Sone, Gogra and Ganges rivers, severe flootls occurred on tlie section 
Sonepore to Chupra between the 23rd and the end of August. Tlie line 
between Goldinganj and Dighwara was breached by the flood at seven phrces, 
while that between Dighwara and Sonepore was cut and breached by villagers 
at eight places on the night of the 24th August, inspite of the efforts of the 
permanent way staff and of a small police patrol to prevent them . 

Certain other sections of the line were also damaged during the same 
period and through communication was suspended over the various sections 
for periods ranging from ten days to alx>ut three months. 

86. Publicity. — The Central Publicity Bureau at Delhi and its branches 
in London and New York continued their efforts to foster and develop tourist 
traffic. The Central Publicity Bureau also co-operates in the publicity work 
of individual railways. Some of the more important features of publicity 
Avork undertaken by railways are detailed in the following paragraphs : — 

Bombay, Baroda and Central India Railway. ~ The experiment of catering 
for small parties of pilgrims and tourists at reduced rates was continued. 
Extensive propaganda was carried out by means of posters, leaflets and press^ 
advertisements. Several boards, with advertisements in Gujerati .and Hindi 
painted thereon, were put up in conspicuous positions in Ahmedabad, Ajmer, 
Baroda and Bombay. Places worth visiting in Kashmir were advertised by 
means of leaflets, posters and in newspapers. 

Publicity on a large scale was undertaken to .advertise melas and fairs 
of All-India importance, such as the Rath .J.atr.a Fair at Puri, Pushkar Fair^ 
at Ajmer, Magh Mela at Allahabad, etc. 

In connection with pilgrim special trains a certain amount of 
propaganda was carried out. 30 special trains were run (14 originating on 
this railway and 16 on other railways), as against 17 run during the previous 
year. 

Experience of the arrangements made for the excursion tour of the mill 
hands of the Delhi cloth mills in April, 1933, apparently led to a special 
train again being chartered in April, 1934, this time with a larger number 
of passengers, to visit .Jaipur and Ajmer. 

Knstern Bengal Railway . — Pictorial and letter-press posters were issued 
in connection with the different local melas, fairs, bazar s])ecials, race meetings 
at Barrackpore and excavations at Paharpur. 

Folders and handbills were also issued notifying the running of conducted 
excursions, the Pujah Bazar Special, the Barrackpore race meetings and the 
introduction of third class ordinary return tickets. 

A widter scope for publicity was also sought by enlisting the co-operation 
of local bodies for the display of posters and leaflets. 


o 
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Keciprocal arrangements for the exhibition of posters, pamphlets, etc., 
of the difierent railways both Indian and overseas, and other public bodies 
were continued. Towards the close of the year, the Posts and Telegraphs 
Department also joined in this arrangement. 

Publicity was also given through lantern slides advertising conducted 
excursions, melas, races and the cheap mid-day fares and emphasizing the 
“ Dive in the suburbs ” idea. 

East Indian Railway. — Letter-press posters and coloured handbills . — 
These were issued in English and the vernaculars in connection with all 
important melas, fairs, concessions, special trains, hot weather resorts, faci- 
lities of train travel, introduction of third class daily return tickets at reduced 
fares over certain sections, reduction of freight charges on certain commodi- 
ties, co-ordinated Kail-curn-Bus Service vid Digha Ghat and Patna Junction 
and Fast Express Goods service. 

Folders. — Cheap illustrated folders in English and the vernaculars were 
issued giving publicity to the introduction of the Fast Goods service, third 
class return tickets at reduced' fares, Buddhist pilgrim traffic and the more 
important melas. 

Road Competition.— special measures taken to combat road motor 
competition, such as the introduction of short period daily return tickets at 
reduced fares, introduction of additional train services, improved train 
connections, etc., were widbly advertised in areas where motor bus competi- 
tion was felt, through the media of coloured composite handbills, folders and 
posters in vernacular. 

Advertisements featuring the advantages of railway travel from the 
health point of view were also inserted in health journals. 

Important Melas. — Publicity propaganda was systematically carried out 
in connection with 55 melas. The method adopted in connection with the 
Magh Mela at Allahabad from 14th January to 18th February, 1935, illus- 
trates what is generally done. In collaboration with the Central Publicity 
Officer and other railways, a joint publicity campaign was undertaken. 
Illustrated folders in Hindi, Bengali, Urdu and composite handbills in Hindi, 
Bengali, Urdu, Gurmukhi and Gujerati were distributed through religious 
organ isation.s, station masters, district boards, foreign railways, etc. 

Letter-press posters in the various vernaculars featuring extended week- 
end return tickets available during the important bathing days were displayed 
at all important stations. 

On the most important bathing day, viz., 3rd February, 100,000 illus- 
trated composite handbills in Hindi and Urdu featuring the facilities and 
merits of rail travel and third class fares from Allahabad and Prayag to 
important stations, were distributed to pilgrims returning from the sangam. 

This occasion was further utilised to give publicity to other places of 
historical and religious interest served by the East Indian Railway by means 
of a procession of sandwichboard men wearing decorative caps and displaying 
pictorial posters. This procession was preceded by an elephant also dis- 
playing pictorial posters and drummers were engaged to di-aw the attention 
of pilgrims while handbills were distributed from the elephant throughout 
the mein area. 

Great Indian Peninsula Railway. — Cheap Third Class Return Tickets 
between Agra and Delhi. — In order to stimulate local public interest in these 
cheap tickets, letter-press posters in Hindi and Urdu were displayed at 
stations between Agra and Delhi and 10,000 vernacular handbills were 
distributed through station masters. ' 

Cheap Third Class Return Tickets between Tiombay and Pandharpur . — 
To test the demand for such week-end tickets, a letter-press poster was liber- 
ally displayed at stations. This was supported by advertisements in verna- 
cular newspapers published in Bombay and in the monthly time-tables. 
Slides were also shown at certain cinema houses in Bombay. 




Pujah Bazar Special 1934. 
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Ashadi Fair at Pandharpur, — Concession tickets were advertised in 
Marathi newspapers circulating in Bombay, Poona and Nagpur areas. 
Pictorial Pandnarpur posters were widely displayed in the Maharashtra areas 
and special letter-press posters drawing attention to the concession tickets 
were exhibited. An information bureau was opened in Pandharpur City 
to assist pilgrims. 

Dussarah Fair at Ddtia. — As a number of people from Jhansi City 

attend this one-day fair 10,000 hancmills were printed and distributed, 
drawing attention to the reduced return tickets between Jhansi and Datia and 
to the special train which it was proposed to run for the convenience of 
visitors. 

Bande Nawaz Fair at Gulburga. — In addition to the usual display of 
^coloured posters at stations on the South-East line, a special campaign was 
undertaken in Bombay to induce Memons to visit the fair. Reduced third 
class return tickets were offered for individual passengers and efforts were 
made to organise large parties to travel by special trains. 

Two railway representatives were deputed to carry out intensive personal 
canvassing near the principal mosques in Bombay and its suburbs. The 
results were disappointing. 

Third Class Return Tickets. — 200,000 vernacular handbills advertising 
thir<l class return tickets in the following cases were produced for 
distribution : — 


Dhulia-Shirud. 
Jalgaon-Paldhi . 

N agpur- Amraoti . 
Poona-Kedgaon . 
Pulgaon- Ar vi-N agpur . 
Poona-Dhond . 


Katol -Nagpur. 
Wardha-Paunar. 
Ellichpur- Akola . 

W arora-Chanda . 
Ahmednagar- V ambhori . 
New Delhi-Palwal. 


'* New Diesel Rail Car Service.- new Diesel Rail Car service on the 
Pulgaon-Arvi Railway was advertised by a wide distribution of leaflets 
and the issue of a special pocket time-table in colours, showing the revised 
services. 

Information Bureau at Victoria Terminus. — The Bureau has continued 
to serve a wide public, both local and all-India. The total number of enquiries 
received and dealt with amounted to 42,000, giving an average of 140 per 
diay, of which about 30 per cent, were dealt with by letter. 

Madras and Southern Mahratta Railway. — The following details give 


some idea of the volume of publicity work done : — 

Copies. 

Handbills distributed ....... 544,600 

Pamphlets distributed ....... 85,000 

Posters exhibited . . . . . . . . 12,150 

Press notices ......... 668 

Cinema slides ......... 83 

Broadcasting announcements ...... 91 


The chief events on account of which publicity was undertaken were 
festivals at the principal pilgrim centres and also local festivals, races and 
other occasions such as tennis tournaments, etc. There are seven open air 
loud speaking distribution stations in Madras, where programmes are broad- 
cast daily. The railway publicity matter for broadteasting is usually printed 
in advance and copies distributed shortly before announcements are made. 

Publicity in respect of local festivals was effected by posters and distri- 
bution of handbills in towns. Local bands are also employed, and in the towns 
sandwichmen paradted with posters and distributed handbills. In one case a 
taxi plastered with posters was used over a distance of 184 miles in the 
interior. This proved very effective. Tx>cal shop-keepers were also asked to 
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act as agents for a small fee for distributing publicity matter in small towns 
and villages. An attempt was made to popularise the historical ruins of 
Vizianagar near Hospet station, by the distribution of a special pamphlet to 
schools, colleges, libraries and reading rooms, firms, clubs, military messes, etc. 
A “ Travel Facility ” pamphlet giving details of all concession fares was 
similarly distributed. The co-operation of the staff in the publicity campaign 
was encouraged and suggestions invited for improving existing and introduc- 
ing new methods. Local talent is being encouraged to produce pictorial 
posters and a series advertising the attractions of Madrtis (3ity likely to be of 
special appeal to mofussil residents was under consideration. 

North Western Railway. — Puhlicity and salesmanshi'p. — General . — A 
Sales Branch was inaugurated and new methods of advertising adopted. 

Cinema car. — The working of the cinema car was re-introduced in a 
modified form by the conversion of an old 4-wheeler surgery-van as against 
a bogie coach which was formerly in use. The cinema equipment carried 
included a movable power unit on wheels which was utilized for giving shows 
in places away from the railway line where it was found necessary to advertise 
concessions. 

South Indian Railway. — Stimulation of third class traffic. — Ffforts 
continue to be made to advertise as widely as possible fairs and festivals so 
as to attract third class traffic — also the several facilities introduced during 
the year by way of reduced fares, improved train service and festival 
arrangements. 

All important festivals and concessions were advertised on an e.xtensive 
scale through illustrated posters and leaflets and through the press. Reduced 
fares quoted to meet road competition were specially advertised in towns and 
villages. Due to the great importance attached to the ‘ Ardhodayam ’ festival 
which occurred on the 3rd Fehruarv, 1935, an intense publicity campaign, 
which included the issue of litho posters, illustrated leaflets, handbills, etc., 
w'^as a i’ranged. 

An illustrated folder containing useful information for tourists, and 
another regarding the newly opened Metur Dam were issued. 

87. Anti-malarial measures. — During the ye.ar under review anti- 
malarial measures were continued on railways with good results both to the 
staff and the railway administrations. 

Assam Bengal Railway. — There was a little change in the number of 
cases at Lumding during 1934-35 as compared with 1933-34. At Pahartali, 
however, the steps taken as reported last year to reduce the incidence of 
malaria there, have been successful and the improvement hoped for in this 
direction has been achieved. 

Bengal Nagpur Railway. This year malaria incidence was lower 
than normal. Anti-malarial works were carried out at various centres with 
great success. The standard was well maintained, there being about 26 per 
cent, less total incidence than in 1933 with an increased .saving of some 
1.900 men days. 

Bombay, Baroda and Central India Anti-malarial measures, 

such as filling up .small pools, draining large ones, sjiraying cess pools, 
etc., were carried out nearly at all important stations particularly at 
Freelandgunj where 21 low-lying places were levelled up and 326 pits and 
trenches were filled up and 87 pools of water which were potential breeding 
places were obliterated. The anti-malarial gang was active throughout 
the year paying weekly visits to potential breeding places including staff 
quarters and workshops. At Ajmer the measures adopted last year were 
continued with considerable success. 

Eastern Bengal Railway.- — Anti-malarial activities described in the 
last year’s re]>ort were continued with the result that stations under control 
have continued to maintain steady improvement in the reduction of malarial 
incidence. Of late, there has been an increasing demand on the railway by 
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various public bodies for the iustitution of anti-malarial measures in railway 
areas adjoining their own. In such cases where the public bodies have given 
practical proof of their intentions, the railway has also co-operated. 

East Indian Railway Ks. 8,300 were spent for anti-malarial 
operations in Lhaksar, Barwadih and Burdwan. The results of thege 
measures were most satisfactory. In Burdwan, there has been a saving of 
approximately 50 per cent, working days that were hitherto lost on account 
of malaria. At Barwadih the number of cases of malaria has been reduced 
by 76 per cent. Lillooah and Belur w^ere attacked in June 1934 by Anopheles 
Ludlowi but the timely warning of the Director, Public Health, Bengal, and 
prompt action taken by the railway authorities saved these places from the 
invasion of this dangerous mo.squito. No Dudlowi has since been discovered 
at these places. 

Madras and Southern Mahratta Railway. — Anti-malarial activities 
continued with the same vigour as heretofore but it was not possible to reduce 
the number of listed “ unhealth}'^ stations ” although no new addition was 
made to the list. 

Great Indian Peninsula Railway . — The percentage of malarial cases 
decreased from 8-84 per cent, to 7-87 per cent. The u.sual anti-malarial 
activities such as oiling of all drains, draining of pools of stagnant water, ’ 
filling up of low lands were carried out on the line throughout the year. 
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APPENDIX A. 

Xailway Administrations in India alphabetically arranged in tliree 
classes according to their gross earnings showing the working 
agencies and ownership. 

Railway Systems have been olassiOed under three olassos for statistical purposes — 

Class I-^Railways with gross earnings of Ks. 50 lakhs and over a year. 

Class II — ^Railways with gross earnings of less than Bs. 50 lakhs a year, but exceeding Hs. 10 lakhs a year. 
Class III— Bailways with gross earnings of Rs. 10 lakhs and under a year. 

XKora*— Railways under oonstmotion or sanotioned for oonstruotion on the 31st March 1935, are shown in italios.] 


Railwat system. 

Lines oomfbisbd in the 

SYSTEM. 

Name. 

Worked by 

Name. 

Gauge. 

Owned by 

1 

2 

3 

4 

5 


CLASS L-RAILWAYS. 


1. Assam Bengal • 


2* Bengal and North- 


3. Bengal Nagpur 


Bombay* Baroda and 
Central India. 


Stf Burma 


Assam Bengal Rail* 

(a) Assam Bengal • 

3' 3r 5 

way Company. 



(b) Chaparmukh Silghat 

3' sr 


(c) Katakhal Lalabazar . 

3' 3r 


(d) Mymensingh Bhairab 
Bazar. 

3' sr 

Bengal and North* 
Western Railway 

[a Bengal and North- 
Western. 

3' sr 

Company. 




(b) Mashrak-Thawe 

3' 3r 


(c) Tirhoot . . . 

3' 3r 

Bengal Nagpur Rail* 

(a) Bengal Nagpur 

6' 6' 

way Company. 




(6) Anuppur-Manendra- 
garb. 

5' 6*' 


(c) Mayurbhanj 

2' 6^ 


(d) Parlakimedi Light • 

2' 6"' 


(e) Purulia-Ranohi 

2' 6^ 


{/) Ralpur-Dbamtari 

2' e-' 


{g) Satpura . 

2' 6^ 

Bombay* Baroda and 
Central India Rail- 

(a) Bombay, Baroda and 
Central India. 

6' 6^ 

way Company. 




(6) Nagda-Ujjain • 

5' 6-^ 


(c) Petlad-Cambay (An- 
and-Tarapur Sec- 
tion), 

6' 6^" 


(d) Potlad-Cambay (Tara- 
pur-Cambay Sec- 
tion). 

5' 6-^ 


(e) Tapti- Valley . 

6' 3^ 


(/) Bombay, Baroda and 
Central India. 

3' 3r 


((/) Ahmedabad-Parantij 

3' sr 


{h) Dhrangadra 

3' 3r 


{%) Jaipur State 

3' 3r 


(i) Palanpur State. 

3' S*-' 


(k) Bombay, Baroda and 
Central India. 

2 ' er 


(0 Champaner-Shiv r a j - 
pur-Pani Light. 

2' 3^ 


(m) Godhra-Lunavada . 

2' 6-^ 


(n) Nadiad-Kapadvanj . 

2' e-' 


(o) Piplod-Devgad-Baria 

2' 6* 


(p) Rsjpipla State 


State • • « 

(a) Burma . 

3 ' ar 


State. 


under 
terms* 
Ditto. 


guarantee 


under guarantee 
and rebate terms. 

Company subsidized 
by the Government 
of India*. 

State* 

Do* 


Do. 

Do. 

Branch line Com* 
pany under rebate 
terms. 

Private body* 

State. 

Do. 

Do. 

Do. 


Indian State. 
Ditto. 


Ditto. 


Branch line Company 
under rebate terms. 
State. 

Branch line Company 
under rebate terms. 
Indian State. 

Ditto 

Ditto. 

State. 

Branch line Company 
under rebate terms. 
Ditto. 

Ditto. 

Indian State. 

Ditto. 

State. 




* Receives land only from Government. 
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Railway systuc* 


Lu(SS C01CFBI8XD IK TBX SY8TXM, 


Name. 

Worked by 

Name. 

Gauge. 

Owned by 

I 

2 

3 

4 

5 


CLASS L— RAILWAYS— con/</. 


6. EMtern Bengal 


(а) EetAtern Bengal 

(б) Sara Sirajganj 

(e) Eastern Bengal 
(a) (Joooh Behar State 
(e) Eastern Bengal 
(/) Khulna-Bagerbat 


3' 

3" sr 
2' a-' 
2' 6^ 


State. 

Branch line Company 
under rebate terma.^ 
State. 

Indian State. 

State. 

Branch line Company 
under rebate terms* 


7. East Indian • 


(а) East Indian 

(б) Hardwar-Dehra 


(c) South Bihar 


6' a"' 

5' 6^ 


(d) Cawnpore-Bur h w a 1 3^ 

Unk.* 


State. 

Branch line Company 
under guarantee 
terms. 

Branch line Com* 
pany. 

State. 


8* Great Indian Peidn* 
aula. 


(а) Great Indian Penin* 6^ 6^ 

aula. 

(б) Bhopai-Itarsi (Indian 6^ 6^ 

State Section). 

(c) Bhopal-ITjjain . 5' a^ 

(d) Bina-Ooona-Baran . 6' a* 

(«) Dharwa-Pusad . 2' 6^ 

(/) Dhond-Baramati . 2^ a^ 

(g) Eiliohpur-Yeotmal . 2' 6^ 

(h) Pachora-Jamner . 2' a^ 

{%) Pulgaon-Arvi . . 2' 8^ 


State, 

Indian State. 

Ditto. 

Ditto. 

State. 

Branch line Company 
under rebate terms. 
Ditto. 

Ditto. 

Ditto. 


9* Jodhpur • 


Indian State 


(а) Jodhpur 

(б) Jodbpur-Hyderabad 

(British Section), 
(c) Mirpur Khas-Kbadro 


S'' 3|^ Indian State. 

3' sr State. 

3' sr Con]x)any subsidized 

by the Government 
of India.f 


10. Madras and Southern Madras and Southern 
Mahratta. Mahratta Railway 

Company. 


(а) Madras and Southern 

Maliratta. 

(б) Kolar Gold6elds 

(c) Tenali-Pepalle 

(d) Madras and Southern 

Mahratta. 

(e) Alnavar-Dandeli (Pro- 

vincial). 

{/) Bangalore-Harihar . 
(g) Bezwa d a-M a s u 1 i - 
patani. 

(/i) TIindupur (Yesvant- 
pur-Mysore Fron- 
tier). 

(») Kolhapur State 
( j) Sangli State 
(I) West of India Portu- 
guese. 


5' a*' 
5' 6^ 

3' 31' 

3' 3r 

3' sr 

8' sr 

3' 3r 


State. 

Indian State. 
District Board. 
State. 


Indian State. 
District Board. 

Indian State. 


3' sr Ditto. 

3' 3r Ditto. 

8' sr Foreign Country. 


11. Nizam’s State . 


Nizam’s State 
ways. 


(а) Nizam’s State 

(б) Bezwada Extension . 

(c) Nizam’s State . 

(d) Dronachellam (Dho- 

ne)-Kurnool-British 

Frontier. 


Indian State. 
State. 

Indian State. 
State. 


• Undw running poirot agreement tbe B. and N.-W. Railway Company run and haul their traine and traffic 
over this line. 

t Receives land only from Goiwnmeiit. 
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BA1X.WAT aTWBM. 

Lin£ 8 coMPBiasn ur tub 

8Y8TBM. 

Name* 

Worked by 

Name. 

Gauge. 

Owned by 

1 

2 

a 

4 

5 


CLASS L— RAILWAYS-conc/J. 


1%. North Western 


IS* Rohilkan<l and 
oiaon. 


149 South Indian • 


1» Barai Light 


t. Bengal Dooara • 


3« Bhavnagar State 
4. Bikaner State • 


e 

Stole 

(rt) North Weateni 

5' 


State. 



(b) Amriti*ar Patti 

5' 

6* 

Branch line Company 



(c) Bahawalnagar Bagh- 



under rebate terms. 



5' 

6^ 

Indian State. 



dad. 






(d) Hoahiarpiir Doab 

6' 

0' 

Branch line Company 



(Juliundur Muke- 
rian). 



under rebate terms 



(e) Hoahiarpiir Doab 

5' 

y 

Ditto. 



(Phagwara-Rahon). 






(/) Jammu and Kashmir 

y 

6* 

Indian State. 



(Indian State Sec- 
tion). 






(< 7 ) Jind Panipat (Indian 

5' 


Ditto. 



State Section). 






(h) Khanpur-Chaohran . 

6' 

y 

Ditto. 



(») Ludhiani-Dhiiri 

6" 

y 

Ditto. 



Jakhal 






(j) Mandra-Bhaun 

6' 


Branch line Company 



(Ar) Rajpura Bhatinda . 



under rebate terms. 



5' 

6* 

Indian State. 



(1) Sirhind Rupar . 


y 

Ditto. 



(m) Sialkot Narowal 

5' 

6^ 

Branch line Company 






under rebate terms. 



(n) Jacobahad-Kashmor. 

2' 

6-^ 

Ditto. 



(o) Kalka-Simla . 

2' 

6^ 

State. 



(p) Kangra- Valley 

2' 

6* 

Do. 



(q) Kohat-Thal 

2' 

6^ 

Do. 



(r) Larkana-Jacobabad . 

f*/ 

6^ 

Branch line Company 






under rebate terms. 



(a) Trans-Indus (Kaia- 

r 

0^ 

State. 



bagh-Bannu). 






(<) Zhob Valley (Fort 

2' 

6^ 

Do. 



Sandeman khanai). 




Ku- 

Rohilkund and Ku* 

(a) Rohilkund and Ku- 

3' 

3j' 

Company subsidized 


maon Railway Com- 
pany. 

maon. 


by tho Government 
of India. 



(6) Lucknow- Bareilly 

3' 

3|' 

State. 

• 

South Indian Railway 

(ti) South Indian . 

y 

C' 

Do. 


Company. 

(6) Shoranur-Cochin . J 

y 

e- 

Indian State. 


(c) South Indian . . 

3' 

31' 

State. 



(d) Nilgiri , . . 1 

3' 

31' 

Do. 



(e) Peralam-Karaikkal . 

3' 

3|' 

Foreign Country. 



(/) Podanur-Poilachi . j 

3' 

3|' 

District Board. 



(q) Pondicherry 

{h) Tinnevelly-Tiruchen- 

3' 

31' 

Foreign Country. 



3' 

31' 

District Board. 



diir. 





(f) Travanoore (British 

3' 

31' 

State. 



Section). 





(j) Travanoore (Indian 

3' 

31' 

Indian State. 



State Section). 





(k) Morappur-Hosur 

2' 

6' 

State. 



j (1) Tirupattur-Krisbna- 

2' 

6' 

Do. 



giri. 




CLASS IL-RAILWAYS. 




• 

Bars! Light Railway 

Barsi Light • 

2' 

6' 

Company subsidized 


Company. 



by the Government 
of India.* 


• 

Bengal Dooara Rail- 

(a) Bengal Dooars 

3" 

ar 

Company subsidized 


way Company. 


by District Boud. 


(6) Bengal Dooars Ex- 

3' 

31' 

Company subsidized 



tensions. 



by tho Govern- 
ment of India.* 

e 

Indian State 

Bhavnagar State • 

y 

3|' 

Indian State. 

• 

Ditto . 

Bikaner State 

y 

3|' 

Ditto. 


* ReceiYes land only from GoTemment. 
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HaUoWAY I 

BYSnit* 

Lurss ooMrniw. nr tot 


Name* 

Worked by 

Name* 

Gauge* 

Owa«ii by 

1 

2 

3 

4 

0 


CLASS DL— RAILWAYS-xoikU. 


6* Darjeeling Himalayan 

Darjeeling Himalayan 
Railway Ck>mpany. 

(a) Darjeehng Hima* 

layan* 

2' 0' C 



(6) Darjeoliim liima* 

layan ^tensions* 

2' I 

6* Dibra*8adiya « 

Assam Railways and 
Trading Company. 

(a) Dibru-Sadiya • 

3' sr c 



(6) ].<edo and Tikak-Mar- 
gherita Colliery. 

8' sr 1 

7. Qaekwar’s Baroda 

State* 

8* Gondal • 

Indian State 

Ditto * • * 

(а) Qaekwar's Mehsana. . 

(б) Khijadiya Dhari 

(c) Pracht Road Kodinar 

(d) Qaekwar^s Baroda 

State. 

(e) Bodeli Chhota Udai* 

pur. 

(а) Qondal . 

(б) Jetalsar Rajkot 

8" sr ] 

3' Sr 

3' sr 

2' 0^ 

r 6-^ 

3' 3r 

3' 3r 

9. Jamnagar and Dwarka 

Jamnagar and Dwarka 
Railway Company. 

(а) Jamnagar * * 

(б) Jamnagar-Dwarka * 

3" sr 1 
3' sr 3 



(c) Okhamandal * 

3' sr ^ 

10; Junagad State . 

Indian State 

Junagad State • 

3' 3r 

11. Morvi 

Ditto . * * 

Morvi • * • • 

3' sr 

12* Mysore 

Ditto * * * 

(а) Mysore . 

(б) Bangalore-Chik 

Ballapur Light. 

8^ 3r 

2' fi' < 



(c) Kolar District 

(d) Tarikere-Narsidmhs- 

rajapura Light. 

2' e-' 
r (T 

13* Sbabdara (Delhi) 

Saharanpur Light. 

Shahdara (Delhi) 

Saharanpur Light ' 
Railway Company. 

Shahdara (Delhi) Saha- 
ranpur Light. 

2' O-' 


CLASS DL-RAILWAYS. 


1* Ahmadpur-Katwa • 

Ahmadpur-Katwa 
Railway Compasiy. 

Ahmadpur-Katwa 

2' 6"^ 

2* Arrah-Sasaram Light 

Arrah-SajSMwm 

Railway Company. 

Arrah-5^asaram Light • 

r 6* 

3* Bankura*Damoodar 
River. 

Bank ura>Damoodlir 
River Railway Com* 
pany. 

Bankura-Damoodar 

River. 

2' 6^ 

4. Baraset>Basirhat 
Light. 

Baraset^Basirhat 
Railway Company. 

Baraset-Basirhat Light * 

r 6^ 

6. Bengal Provinoial 

Bengal Provinoial 

Railway Coropary. 

(a) Bengal Provincial • 

(h) Dasghara Jamalpur- 
gunj. 

2^ 6-^ 

2^ 6^ 

0« BokhUarpur-Bihar 
Light. 

Bukbtlarpur-Bihar 
Light Railsray Com- 
pany* 

Bukhtiarpur-Bihar Light 

2' 6^ 

7* Bardwan*Kattra * 

Burdwan-Katwa Rail* 
way Company* 

Burdwan-Katwa * 

r 6* 

g. Dutch State • 

1 Indian State 

Cuteh State • • 

r .. 1 


by Jx)cal Gbvaru- 
meat. 

iranoh lino Company 
under rebate terma* 


by Local GoTom- 
ment. 


Ditto. 

Ditto. 

Ditto* 

Ditto. 

Ditto. 

Ditto. 


under guarantee 
and rebate terina.t 


Ditto. 

Ditto* 

Ditto. 

ompany guarantee 
by Indian State* 

Indian State. 

Ditto. 


Company subsidized 
by the Government 
of India** 


Branch Une Company 
under guarantee 
terma. 

Company subsidized 
by District Board. 

Branch line Company 
under guarantee 
terms* 

Company subsidized 
by Distriot Board. 

Unassisted Com* 
panv. 

Branoh line Company 
under gUMMntee 
terma* 

Company subaldizod 
by Diatrlet Beard. 


Branch line Company 
under guarantee 
terma. 

Indian State* 


tFteMiee*«»fe b. »e t et w g frre . hy Pnrb*«v 

* R«iooi*M land only from Oovemnwiit. 








Aw. A.l 


RA11.WAT8 ZN 1N4>1A ACCORDINQ TO C^iASSIGS. 


97 


Railway systsm. 

Likes comfbised ik the 

SYSTEM. 


Worked by 

Name. 

Gauge* 

O^ned by 

1 

2 

3 

4 

5 


CLASS m.— RAlLWAYS-conc/A 


i» Dehri*Rohtaa Light . 

Dehri-Rohtas Light 

Railway Company. 

Dehri-Rohtas Light 

2' 

6^ 

Company subsidised 
by tho Govern* 
ment of India. 

10. Dholpor State • 

Indian State 

Dholpur State 

2' 

6" 

Indian State. 

11. Futwah-Islampur 

Futwah-lslampur 

Light Railway Com- 
pany. 

Futwah-Islampur . 

2' 

6"' 

Branch line Company 
under guarantee 

terms. 

12* Gwalior Light * 

Indian State 

Gwalior Light 

2' 

(T 

Indian State. 

13. HowTah*Amta Light • 

Howrah-Amta Light 
Railway Company. 

Howrah- Am ta Light 

2' 


Company subsidiaed 
by District Biiard. 

14. Howrah-Sheakhala 
Light. 

Howrah-Sheakhala 

Light Railway 
Company. 

Howrah-Sheakhala Light 

2' 

(T 1 

Ditto. 

15. Jagadhri Light 

Jagadhri Light Rail- 
way Company. 

Jagadhri Light 

2' 


Unassisted Company. 

10. Jessore-Jhenidah 

Jhenidah Railway 

Syndicate. 

Jesso re- Jhenidah • . 

2' 

6^ 

Ditto. 

17. Jorhat (Provincial) . 

River Steam Naviga- 
tion Company and 
India General Navi- 
gation and Railway 
Company. 

Jorhat (Provincial) 

2' 

0^ 

SUte. 

18. Kalighat-Faita 

1 

Kaiighat-Faka Rail- 
way Company. 

Kalighat-Falta 

2' 

6^ 

Branch line Company 
under guarantee 

terms. 

Ip. Kniasekarapatnam 
Light. 

East India Distilleries 
and Sugar Factories. 

Kulasekarapatnam Light 

r 

O' 

Unassisted Company. 

20. Matheran Light 

Matheran Steam Tram- 
way Company. 

Matheran Light • . 

r 

O' 

Company subsidized 
by the Government 
of India. ♦ 

21. Porbandar State 

Indian State 

Porbandar State . • 

3' 

3r 

Indian State. 

22. Teapore-Balipara 
Light. 

Tespore-BalipMra 

Steam Tramway 

Ckimpany. 

Teapore-Balipara Light . 

r 

6' 

Company subsidized 
by Distdot Board. 

23* Trivellore Light 

T. NamberumalChetty 
and Sons. 

Trivellore Light . 

2' 

0' 

Unassisted Company. 

24. Udaipur-Chitotigarh . 

Indian State 

Udaipur-Chitorgarh 

3' 

3r 

Indian State* 


* Rooeivoa Und only from Qoreromaat. 







98 


REPORT BY THE RAILWAY BOARD ON INDIAN RAILWAYS FOR 1934-35. [Am. B. 


APPENDIX B. 

Relations of the G-overnment to Railways in India. 


{lieprinted from the Report for 1914~lo and brought up to date.) 

Diversity of Relations between tbe State and Railways. — ^One of the 

special features of the Indian Railway system is the diversity of conditions that prevails 
in the relation of the State to the various lines in respect of ownership and control. Of 
the important lines situated in liritish India or in which the Grovernment of India is 
interested, five [the North-Western,'^ Eastern Bengal, East Indian (with which has 
been amalgamated the Oiidh and Rohilkhand Railway from the 1st J^ly 1925), Great 
Indian Peninsula and Burma Railways] are owned and worked by the State; five (the 
Bombay, Baroda and Central India, Madras and Southern Mahratta, Assam-Bengal, 
Bengal-Nagpur and South India) are owned by the State but worked on its behalf 
by companies enjoying a guarantee of interest from the Government; two important 
lines (the Bengal and Nortli-Western, and Rohilkund and Kumaon) and many of less 
importance are the property of jirivate companies, some being worked by the owning 
companies and some by the State or by the companies that work State-owned systems; 
several minor lines are the property of District Boards or enjoy a guarantee of interest 
granted by such Boards. 

The diversity of conditions is in certain respects less important than might at first 
appear for the following reasons: — 

The Government of India exercises under the Indian Railways Act, 1890, in res- 
pect of all Railways in British India (and also, by virtue of arrangements 
witli Indian States, in respect of certain railways passing through such 
States), certain general powers. Thus a railway 'may not be opened until 
a Government Inspector has certified that it lias been constructed so as to 
comply with requirements laid down by the Government and can be used 
for the public carriage of passengers without danger to them. The Gov- 
ernment of India can also, in (he interest of the safety of passengers, 
require a railway to be closed, or the use of particular rolling-stock to be 
discontinued, or may prescribe conditions for the use of the railway or the 
rolling-stock. They can appoint a Railway Commission to investigate 
complaints on certain matters such as the withholding of reasonable traffic 
facilities or the grant of undue preference. 

In addition, the Government of India (or in some cases Eocal Governments) 
exercise under the provisions of contracts detailed control over the manage- 
ment of all Railways in British India greatly exceeding that which is 
secured by the Indian Railways Act. They also have a certain financial 
interest in all companies in British India, and a preponderat ing interest 
in most of the railways which are of the first importance. 

History of Relations of the Qovernment and Companies. — The main 
causes which have led to the present diversity of conditions in regard to the agency by 
which railways are managed, and the relations of the Government with the various 
classes of companies now in existence, are summarised in the following paragraphs: — 

The first proposals for the construction of railways in India were submitted in 1844 
to the East India Company in England by Mr. R. M. Stephenson, afterwards Chief 
Engineer of the East Indian Railways, and others; they included the construction of 
lines by railway companies to be incorporated for the purpose and the guarantee by the 
East India Company of a specified return. A contract for the construction by the East 
Indian Railway Company of an experimental line of 100 miles from Calcutta towards 
Mirzapore or Rajmehal at an estimated cost of 1,000,000/. was made in 1849, and a 
return of 5 per cent, was guaranteed by the East India Companv on the Capital; and 
a similar contract was made in the same year with the Great Indian Peninsula Railway 
Company for a line from Bombay to Kalyan at an estimated cost of 500,000/. But the 
policy of entrusting generally the construction of Indian railways to guaranteed com- 
panies was not adopted until 1854 on the recommendation of Lord Dalhousie, who, in 
a minute, dated 20th April 1853, explained his reasons for preferring the agency of 
companies, under the supervision and control of the Government, to the construction 
of lines on behalf of the Government by its own officers. He held that the State 
Engineer officers would make railways as well, and possibly as cheaply, and as expedi- 
tiously as companies; but that the withdrawal from other duties of the large number 

♦ Includes the Delhi, Umballa, Kalka and Southern Punjab Railways which are purchased 
by the Secretary of State on 31st March 1926 and lat January 1930 respectively. 
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of officers required would be detrimental to the public iiitereat, that the conduct of com- 
mercial undertakings did not fall within the proper functions of any Government and 
least of all within the functions of the Government of India, since the dependence of the 
population on the Government was, in India, one of the greatest drawbacks to the advance 
of the country, and that the country would therefore benefit by the introduction of 
English energy and English capital for railway purposes, with the possibility that such 
energy and capital would in due course be encouraged to assist in the development of 
India in other directions. 

Old Ouaranteed Railways. — The policy supported by Lord Dalhousie was 
adopted, between 1854 and 1860 contracts for the construction of Railways in India 
were made by the East India Company, or (after 1858) by the Secretary of State for India 
with the East Indian, Great Indian Peninsula, Madras, Bombay, Baroda and Central 
India, Sind (afterwards, the Sind, Punjab and Delhi), Eastern Bengal, Great 
Southern of India (afterwards, when amalgamated with the Carnatic Railway Company 
— see below — the South Indian) and Calcutta and South-Eastern Railway C^^mpanies. 
Under these contracts the railway companies undertook to construct and manage specified 
lines, while the East India Company (or the Secretary of State for India) agreed to 
provide land and guaranteed interest on the capital, the rate fixed being in various 
cases 5, and per cent, according to the market rates prevailing when the various 
contracts were made. Half of any surplus profits earned was to be used towards re- 
paying to the Government anj’' sums by which it had been called upon to supplement 
the net earnings of any previous period in order to make good the guarantee of interest; 
and the remainder was to belong to the shareholders. In practically all matters of im- 
portance except the choice of staff, the companies were placed by the contracts under 
the supervision and control of the Government wdiich had power to decide on the standard 
and details of construction; the rolling-stock to be provided, the number, time and speed 
of train; the rates and fares to be charged; the expenditure to l)e incurred: the standard 
of maintenance; and the form of accounts. The railways w^ere to be held by the 
companies on leases terminating at tlie end of 99 years, and on such termination the fair 
value of their rolling-stock, plant and machinery was to be paid to them. But provision 
was also made to enable the Government to purchase the lines after 25 or 50 years on 
terms calculated to be the equivalent of the companies interest therein and also to enable 
the companies to surrender their lines to the Governmen< and to receive in return their 
capital at par. 

Early Attempts to Secure Funds for Railway Construction without 
a Ouarantee. — An attempt to secure the construction of railways in India, on terms 
more favourable to tlie Government than tliose of the contmcts wuth the original 
guaranteed companies, w^as first made in 1862, when a subsidy, but tiot a guarantee, was 
granted to the Indian Branch Railw^ay Compai\y which proposed to make feeders to 
the trunk linos in Northern India, and did actually make one such line. Similar 
assistance was granted later to the Indian Tramway Company, which made a short 
line in Madras. In 1864, the terms granted to the two cofupaiiies mentioned were 
"taken as a standard for general adoption with a view’ to the eiicouragemeiit of similar 
companies. The chief provisions w^ere that tlie Government, besides giving the necessary 
land free of costs, w^ould grant an annual subsidy for 20 years at a rate not exceeding 
£100 per mile of line with an addition in respect of large bridges costing more than 
£10,000. These terms failed to attract capital, and the tw^o unguaranteed companies 
which had begun work found themselves after a few^ years unable to proceed without 
further assistance from the Government. Consequently, in 1867, u contract was entered 
into with the Indian Branch Railway Company (which soon after changed its name 
to the Oudh and Rohilkhand Railway fhmpany ”) by which tlie company was 
•guaranteed interest at 5 per cent, per annum on the cost of certain lines to be carried 
•out by it, on conditions similar to those laid down in the contracts of the period 
1854—1860. Similarly, the Indian Tramway Company, after having been given in 
1868 a guarantee of 3 per cent, per annum, went into liquidation in 1870, and became 
absorbed in a new company called the Carnatic RaiUvay Company (afterwards amal- 
gamated with the Great Southern of India Railwmy Company to form the South Indian 
Railway Company), with which the Secretary of State entered into a contract guarantee- 
ing interest on its capital at 6 per cent, per annum. In 1869, Sir John Lawrence summed 
up the revsult of the experiment of the construction of railways by unguaranteed com- 
panies as follows: — The Government of India has for several years been striving 
*to induce capitalists to undertake the construction of railways in India at their own 
risk, and on their responsibilty with a minimum of Government interference. But 
"the attempt has entirely failed, and it has become obvious that no capital can be 
obtained for such undertakings otherwise than under a guarantee of interest fully 
equal to that which the Government would have to pay if it borrowed directly on its 
own account. 

The attempt to encourage unguaranteed companies having thus been unsuccessful, 
it became necessary to decide whether the old practice of relying on guaranteed com- 
panies, of the type that had provided capital for, and had constructed, the first railways 
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ixL Xudia^ should be (x»utiuued. X"he Governiueut oi ludia expressed ilteir objections to 
this course. They doubte<l whether their power of control over such companies secured 
tlie ifreatest possii)le economy iu construction. Tiiey also disliked tlie armiig^emeutB 
under which they guaranteed the interest on the capital of coiupanies, and tlius became 
responsible for loss on working while having only a comparatively remote prospect of 
proliting by the result of successful working. Two important changes were consequently 
made in the practice that had been followed since the beginning of railw’ay constructiou 
in India: — 

1. Arrangements were made with some of the most important of the guaranteed 

companies that, in lieu of tlie provision that half of any surplus profits was 
to be applied in repayment of sums advanced by the Government umler the 
guarantee of interest, half of the surplus profits for each half- 3 ^ear should 
be the property of the Government. In consideration of this modification, 
the Government relinquished, iu the case of three compani'es, the Great 
Indian Peninsula, the Bombay, Haroda and Central India and the Madras, 
its right to purcliase the lines at the end of the first 25 3 'ears from the dales 
of the resj)e<*tive contracts. 

2. It was (lei'ided b^’ the Setuetarj' of State tliat the time had arrived when iu 

l)oth raising amP expending such additional capital as might be required 
for new lines in India, the Governiiient should secure to itself the full 
benefit of its own credit and of the cdieaper methods which it was expectcnl 
that it would be able to use. Accnn-dingl^^ for several \"ears after 1809, 
tlie capital expenditure on railway was chiefly- imuined direct by the 
State and no fresh contiwts with guaranteed companies were made except 
for small extensions. Among the lines constructed or heguu by State 
agency- and from State capital between 1809 and 1880 were the Indus 
ValleN', Pviujab Northern, Rajputana-Malwa, Xcivthern Bengal, Rangoon 
and Irrawady ^"alle^' and Tirhcjot. 

Progress in tlie Construction of Railways. — By the end of 18T9, in about 
25 3 "ears from the introduction of railway's in India, 6,128 miles of railway had been 
constructed hy c'ompauies which had expended, approximately, .£97,872,000 (these figures 
include the Calcutta and Sout h-Kastern and Xalhati Railway's whicvh were constructed 
h\" companies but were purcdiasecl by the Government in 18(>8 and 1872, respectively). 
By the same date 2,175 miles of j ailway had been consti ucded hy the Government at 
a cost of £23,695,226. 

Introduction of Modified Q-uarantee Terms. — In 1880, the necessity for 
great and rapid extension of the railway system was urged hy the Famine Commissioners, 
appointed after the great famine of 1878, who estimated that at least, 5,000 miles 
were still necessary for the protection of the countiy frcjm famine. It was held by 
the Government of the time that a limit was necessary on the capital borrowed annually; 
and it Avas clear that the limit fixed was not higli enough to allcjw of such progress 
in railway construction as was desirable. With reference to this difficulty the Famine 
Commissioner remarked : that there would be manifest advantages in giving free 

scope to the extension of railways by private enterprise it it w’ere possible; and, though 
the original form of guarantee has been <‘ondeinned, it may not be impossible to find some 
substitute which shall be free from its defects, and may secure the investment of capital 
in these undertakings without involving the Government in financial or other liabilities 
of an objectionable nature.’’ 

Action in the direction suggested hy the Commission was taken by the formation of 
three companies without a guarantee (the Bengal Centml in 1881 and the Bengal and 
Xortli- Western and Rohilknnd and Kumaon in 1882), and three new guai*anteed com- 
panies (Southern Mahratta in 1882, the Indian Midland in 1885, and the Bengal-Nag- 
pur in 1887). The Bengal and North-Western and the Rohilknnd and Kumaon Railway 
Companies are referred to more fully, in a later jxiragrapli. The Bengal (^entral Rail- 
way Company’s operations were not successfid at the outset, and a revised (‘ontract was 
entered into with the company, witli effect from fhe 1st July 1885, under which the 
Secretaiy of State guaranteed interest at per cent, on the company’s mpital the 
balance of net earnings remaining after pajnnent of interest on advances by the Secre- 
tary of State and debenture capital (but not the share capital) being divided between 
the Secretary <>1 State and the compan^’^ in the proportions of three-quarters to the former 
and one-quarter to the latter. The new contract gave the Secretarv of State the right 
to take possession of the line on the 30th June 1905, or subsequently at intervals of 10 
years, on repaying the company’s capital at par. The rate of interest guaranteed to the 
Southern Mahratta Railway Company was also 3^ per cent. ; in this case the balance of 
net earnings remaining after payment of interest on advances hy the Secretary of State 
(but not on share or debenture capital) was divisible in fhe same way as in the case of 
the Bengal Central Railway Company. The guarantee to the Indian Midland and 
Bengal-Nagpur Railway Companies was 4 per cent. ; and the Secretary of State was 
entitled to three-quarters of the surpltis profits in excess of all interest charges. The 
lines constructed hy the three companies last mentioned were declare<l to he the property 
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ol the Secretary of State, who had the right to determine the contracts at the end of 
approximately 25 years after their resMctire dates, or at subsequent intervals of 10 years, 
on repaying at par the capital provicfed by the companies. 

The Assam-Bengal Railway Company was formed on vsimilar lines in 1892, except 
that any surplus profits were to be divided between the Secretary of State and the com- 
pany in proportion to the capital provided by each. The rate of guarantee in this case 
Was 3^ per cent, for the first six years and thereafter 3 per cent. 

The terms of guarantee given to tlie companies formed sinc e 1880 have thus been 
much more favourable to the (iovernment than in the case of those formed before 1809. 

Terittinatfoli of Contracts of the Old Guaranteed Companies. — In 

dealing with the guaranteed companies formed before 1809 and with those formed in 1881 
and subsequently, it has been the practice (except in the eases mentioned above, when the 
purchase of some of the old guaranteed lines was jmstponed in order to sec-ure to the 
Government a share in surplus profits) to use in some way or other at the earliest possible 
date the right reserved by the Governinent of terminating the contracts of the various 
companies. The method of making use of this right has differed in different cases. The 
Eastern Bengal, the Oudh and Rohilkhand, the Siml-Punjab and Delhi and the Southern 
Punjab lines were purchased and transferred to State management, the last two now 
forming part of the North-Western Railway. Similarly, the Bengal (Vntral line was 
purchased and made part of the Eastern Bengal Railway. The Madias and the Indian 
Midland lines were acquired but left, after a<*quisition , under the management of com- 
panies working other lines with which it was advantageous to amalgamate tl»em. In 
tlie cases of South Indian, Bombay, Baroda and Central India, Southern Mahratta, and 
Bengal-Nagpur, the course adopted has been to arrange for the continuance of manage- 
ment by the original company (or by a new company closely related to the (dd one), 
but to secure more favourable financial conditions for the State by one or more of the 
following methods: — reduction of the amount of capital retained by the companies in 
the undertakings, reduction of the rate of interest guaranteed by the State on such 
capital and modification in favour of the Government of the clauses relating to the 
division of surplus profits. Tliis method was adopted also in regard to the East Indian 
and the Great Indian Peninsula Railways, but the contracts under which they were 
heiiig worked having terminated on the 31st December 1924 and the 30th June 1925 
respectively, the management of these lines has been taken over by the State from those 
dates. Similarly the management of the Burma Railways was taken over by the State 
on the termination of the contract with the Burma Railways Company on the 31st 
December 1928. 

Arrani^ements between the Government and Companies at present. 

— The relations between the Government and the guaranteed companies now working 
railways may be summarised as follows: — - 

The lines that they work are the property of the State. 

The greater part of the ca[)ital is the property of tlie Goveinmeiit , either througti 
having been originally supplied by it or through the a(‘(]uisition by the 
Government of the greater ]>art of the companies’ interest on the teriniu- 
ation of old contracts. 

When funds are required for further capital expenditure, the Government has the 
option either of providing them or of calling on the company to provide 
them. Both the Government and the company usually receive interest at a 
fixed rate on their capital and surplus profits are ilivided between the Gov- 
ernment and the company in the various projiortions provided for by the 
contracts. The company’s share is in most cases only a small pro])()rtion of 
the toial amount. 

All the <‘ontracts are terminable at the option of the Secretary of State, at 
specified dates; and on termination the company’s capital is repayable at 
par. 

The administrative control exercised by the Government over the companies is as 
follows : — 

The c*oinpany is bound to keep the line in good repair, in good working condition, 
and fully supplied with rolling-stock, plant, and machinery; to keep the 
rolling-stock in good repair and in good working condition ; and to main- 
tain a sufficient staff for the purposes of the line; — all to the satisfaction 
of the Secretary of State. 

The Secretary of State may recjuire the company to carry out any alteration or 
improvement in the line, or in the working that he may tliink necessary 
for the safety of the public or for the effectual working of the line. 

The Secretary of State may require the company to enter into agreements, on 
reasonable terms and conditions, with the administrations of adjoining rail- 
ways for the exercise of running powers, for the supply to one another of 
surplus rolling-stock, for the interchange of traffic and rolling-stock and 
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the settlement of through rates^ and for additions and alterations to^ or the 
redistribution of, existing accommodation in junctions or other stations in 
view to their convenient mutual use. 

The train service is to be such as the Secretary of State may require. In order to 
secure a general control over the rates quoted by companies, the Secretary 
of State has retained power to settle the classification of goods and to 
authorise maximum and minimum rates within which the companies shall 
be entitled to charge the public for the conveyance of passengers and goods 
of each class. 

The company has to keep such accounts as the Secretary of State may require, and 
these are subject to audit by the Secretary of State. 

In all other matters relating to the line the company is made subject to the super- 
vision and control of the Secretary of State, who may appoint such persona 
as he may think proper for the purpose of inspecting the line, auditing 
the accounts, or otherwise exercising the powers of supervision and control 
reserved to him. In particular, the Secretary of State has the right to 
appoint a Government Director to the Board of the company, with a power 
of veto on all proceedings of the Board. All the moneys received by the 
company in respect of the undertaking, whether on capital or revenue 
account, have to be paid over to the Secretary of State. 

All expenditure by the company has to be stated and submitted for the sanction 
of the Secretary of State. 

Thus, the Government has the preponderating financial interest in the lines worked 
by the two classes of guaranteed companies, those formed before 1869 and retained as 
working agencies with reduced capital after purchase, and those formed on terms more 
favourable to the State after 1880 ; it has exceedingly wide control over the methods of 
working; and it has the right of taking possession of the lines at specified times on re- 
payment at par of the capital of the companies. 

Other Lines Worked by Companies. — In addition to the lines referred to 
above, and apart from lines constructed by Branch line companies, District Boards and 
Indian States, two lines of some importance have been constructed by companies which 
receive no direct assistance by the Government, namely, the Bengal and North-Western 
Railway and the Hohilkimcl and Kuinaon Railway. (The Rohilkund and Kuinaon 
Railway Company was guaranteed interest at 4 per cent, during construction and received 
for 10 years thereafter a subsidy of Rs. 20,000 per annum. This ceased in 1894). 
While, however, these companies have no guarantee or other direct payment from the 
Government, they derive some advantage (partly through direct participation in profits 
and partly through reduction of expenses) from the facit that the working of certain State 
lines has been entrusted to them, the Tirhoot Railway to the former company and the 
Lucknow-Bareilly Railway to the latter. Their lines can be purchased by the State 
in 1937 or 1942 on terms which are different in respect of the diflterent sections of the 
lines, but are, on the whole, much more favourable to the companies than those provided 
for in the contracts with the guaranteed companies. Failing purchased in 1937 or 1942, 
the lines will become the property of the State in 1981 on payment of certain amounts. 
The general administrative control exercised by the State over these companies and the 
control over expenditure are similar to that which is exercised, as explained above, 
over guaranteed companies. 
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appendix c. 

Tlie Organisation for Government control. 

The initial policy oi the Goverument of India for the const lurtiou and working 
of railways was the establishment of guaranteed lailway companies of English domi- 
cile. Control over the operations of these companies was at lust secured through the 
appointment of a consulting Engineer of Guaianteed Kailways. Some years later 
local Consulting Engineers were appointed for the exercise of control over guaranteed 
railways and over State-owned railways in the construction of which the State had been 
financially interested and which had been leased to companies for Avoiking. These 
officers combined the duties of supervision and conti’ol on fiehalf of the Government of 
India and of an Inspector under the Government of India Ilailway Act. 'I'he Govern- 
ment of India were not directly concerned with the ownership of lailways until 1868 
when the Calcutta and South Eastern Ilailway was siirrendered to the Indian Govern- 
ment under the terms of the contract between the Secretary of State and the Company. 

Owing to the Government of India having in 1869 definitely adopted the policy 
of direct construction and ownership of railways, a period of rapid development of rail- 
way construction ensued and it became necessary to relieve the I’ublic Works Depart- 
ment Secretariat of the Government of India in some mea.s\ire of the detailed control 
of railways. Accordingly in 1874 a State Ilailway Directorate was establislicd and the 
greater portion of the State Railway establishment and business connected with State 
Railway Administration was transferred to the control of the Director of State Rail- 
ways, an officer who fuirctioned on much the same lines as tlie head of a dei)artinent 
under the Government of India. The Consulting Engineer to the Government of 
India for State Railways was at the same time associated Avith him but all important 
matters had still to be referred to the Public Works Department. A special Dejmty 
Secretary in the Railway Branch of the Secretariat of the I’ublic Works Department 
was also appointed to condtict the correspondence between the Government of India and 
these officers. 

Early in 1877 a further change was made in the organisation responsible for the 
administration and contiol of State Railways and in the place of one Director of 
State Railways three Directors of tei'i’itorial systems and one Director of Slate Rail- 
ways Stores were appointed. These territorial divisions comprised the following 
systems : — 

Central ......... 1,179 miles, 

AVestern ......... 91^7 miles, 

and North Eastern ....... 830 miles. 

This division of the administration on a territorial basis proved unsatisfactory 
in practice as it resulted in the isstie of conflicting oiders as far as the management of 
open lines was concerned although no difficulty was experienced in the supervision 
of new construction. 

As the number of lines under construction had decreased and in order to remedy 
the defect just mentioned, it was decided in 1880 to abolish the Directors of the 
Central and Western Systems and to transfer the work allotted to them to the Con- 
sulting Engineers of the neighbouring guaranteed raihvays. The abolition of these 
two appointments resulted in an increase in the administrative work of the Secretariat 
and it was found necessary to raise the status of the Deputy Secretary to whom the 
powers previously e.xercised by the Directors had been entrusted, to that of Director 
General of Railways. 

In the revised organi-sation the Consulting Engineer to the Government of India 
for State Railways was associated Avith the Director General of Railways and assisted 
the latter primarily in an advi.sory capacity in matters of civil engineering while the 
Director of Stores similarly acted in matters concerning stores and rolling-stock and 
at the same time Avas an adviser in matters affecting establishment. The Director 
of Trafiio was appointed at the same time as an adviser on traffic problems and the 
accounts work of the depaitment was placed under the Accountant General, Public 
Works Department. 

Government control and superA'ision of the Guaranteed Railways (onfinued to be 
exercised by the Local Consulting Engineers to Government. There were five such 
officers at the time with headtjuarters at Bombay, Madras, Calcutta, Lahore and 
Lucknow. The Consulting Engineers at Madras and Bombay worked directly under 
the Government of these Presidencies, while those at Calcutta, Lahore and tucknow 
were under the immediate orders of the Government of India. Under this arrange- 
ment practically all powers affecting the finances and day to day management of the 
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railways were vested either in the Consulting Kngineers or in the Government, both 
lor the guaranteed railway coiupanies and later on for State Itailways which had been 
leased for working to railway companies. 

The following is a list of the administrative appointments that existed in 1881: — 

I. Member of the Governor Generars Council, Public Works Department. 

‘J. Se<‘retary. Public Works Department. 

•b Deputy Secretary, Railway Uranch. 

4. Tender Secretary, Railway" Rranch. 

5. Consulting Kiigineer of State Railways. 

(i. Director General of Railways. 

7. Director of {\>nstrtictioii. 

tS. A(*countant General, Public Works Department. 

9. Director of State Railway's, Stores. 

10. Three x\ssistants to tlie Director General of Railways. 

II. Consulting hlngineers for Guaranteed Railways at Calcutta, Rahore and 

JiUcknow. 

12. Deputy (.V>nsiihing Engineers foi- Guaranteed lines, Calcutta, Lahore and 

I iUcknow. 

Madras anrJ liombay . 

18. Joint Secretary. Railway llrancdi and (Consulting Kngineer for Railways. 

14. Deputy Secretary, Public Work.s Department. 

Pan jab, 

15. Secretary. Ibiblic* Works Department. 

l)y this time also Local Governments and Adn)inistrations had been induced to 
take a practical interest in the management cjf railways and in a few cases short exten- 
sions had been c-onstructed iroiu funds the interest of which Local (iovernments had 
accepted lesponsibility to pay. Such lines were controlled by the Ijocal Governments 
concerned under the general supervision of the Goveiument of India. 

After 1881 further alterations of a more or less detailed character were made in 
the administrative organisation and by 1890 the following changes had taken place. 
Instead of a Deputy Secretary and XTnder Secretary, Railway Branch, tliere were then 
only an Tender Secietai v and an Assistant Sec retary, Railways, in tlie General Branch. 
The posts of Director of vState Railways, Stores, and Director of Construction had dis- 
appeared and in their place there was an Pnder Secretary, who was an ed'-officio Deputy 

Director General of Railways. The post of Accountant General, Railways, had also 

been abolished and the Accountant General, l^ublic* Works Department, was once more 
made responsible for this work. 

Further changes were made in 1897. In that year the post of Director General 

ot Railways was abcjlished and the post of a Secretary to the Government of India 

in the Public* oi ks Department was (*reated in its place. The other administrative 
and secretariat ap)U)i ntinents at tlie liead(|uarters of tlie Government of India at the 
time were; — 

(1) D irec-tor of ILiilway ( 'oust ruc tion , and Deputy Sec*retai'y and L\r-afjirio Dii *ec- 

tor of Stores. 

(2) Diiec toj* of Railway Ti attic*, and Deputy Secretary and e.v-offirio Director of 

Railway Statistics. 

(8) Two 1 ncler Secretaries. 

(4) Two Assistant Secretaries. 

(5) One Mechanical Assistant. 

The post of (^)nsulting hhigineer for State Railways was also abolished and his 
duties transferred to the two Directors. The supervision of tlie ac(*ounts work of the 
Department, however, still remained under the Acc-ountaiit General, Public Works 
De|)artment, who was also an f,r-nfficio Deputy Secretary to the Government of India. 

In (htober 1901, Sir Thomas Robertson, G.V.O., was appointed by His Majesty's 
Secretary of State for India in Council as Special Commissioner for Indian Railways to 
enc|uire into and re]>ort on the adniinistratiou and wcyrkiiig of Indian Railways. In 
his report, which became available in 1908, Sir Thomas recommended that the adminis- 
tration of the railways in India should be entrusted to a small Board consisting of 
a President or Chief Commissic^ner who should have a through practical knowledge 
of railway working, and should be a member of the Viceroy's Council for railway 
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matters, and two other Commissioners who should l)e men of high railway standing 
and should have a similar training to that of the President. He recommended that 
the Board should, in addition to the necessary office establishment, be provided with — 

' (1) A Secretary who should have received a suitable training in the practical 
working of railways, and who should be e,r-ojficio a Secretary to 
the Ooverninent of India. 

(2) A Chief Inspector of Railways, to advise on all ie< hnical, engineering and 
mechanical questions. 

(d) A suitable number of (Government Inspectors. 

Sir Thomas Robertson’s recommendations were carefully (‘onsideied by the (Governor 
General in Council and the Secretary of State, and early in 19()o it was decided that 
the Railway Branch of (he Public VV’orks department of the Government of India 
should be abolished and that the control of the railway systems in India should be 
transferred to a Railway Board consisting of three persons, a (Jhairman and two 
Members. The Chairman of the Board was vested with the general control ot all 
questions committed to the Railw^ay Board with power to act on his own res]Kmsibility 
subject to confirmation by the Board. The Railway Board were authorised to delegate 
to the Chairman or a member the ])ower of settling (juestions whitdi might arise on 
any tour of inspection, such decision to be recorded subse(|uently as an act ot the Rail- 
way Board. The Board was made subordinate and directly resj)onsible to the Govern- 
ment of India in the Depart ment of Commerce and iTKlustry. 

The Railway Board assumed office in March 1905 and were provided with the 
following establishment : — 

1. Secretary. 

2. lOxaminer of Accounts. 

d. Under Se(*retary, (Construction. 

4. Under Secretary, Traffic*. 

5, Registrar. 

G. Director of Railway (’onstruction. 

(’ertain changes were, however, ma<le in the fidlowing year and the establishment 
then <*onsisted of: — 

1 Sec'retary. 

. 3 Assistant Secretaries; one each for Kstablishment, ( ’onstrU(*tion and Tiaffic. 

1 Registrar. 

I Director of Railway Construction. 

I Railway Accounts Officer. 

Sir Thomas Robertson had further suggesteil in his <letailed recommendations 
that extended powers, both administrative and financial, should be delegated to Boards 
of Directors of (Companies, that the appointments of Consulting Kngiiieers should be 
abolished and that the work which they performeil under the Railways Act should 
be entrusted to a body of Government Inspectors to be appointed for the purpose. 
These recommendations were given effect to in a modified form in 1908. 

Within a short time after the constitution of the Railway Board, it Avas found 
that work was being hampered by having the Commerie ami Industry Department 
between the Railway Board and the (iovernor (General in (’ouncil and in October 1908 
on the recommendations of the Railway Pinance (kiinmittee ]>resi(led over by Sir James 
Mackay (now Tiord Iiu*hcape), the following <‘hanges were introduced: — 

(1) The appointment of the Chairman ot the Railway Boartl was changed into 

that of President of the Railway Board and eiihamed ))owers were vested 
in the President. 

(2) The Board with its staff became collectively the Railway Department distinct 

from and independent of the Department of Commerce and Industry, 
though remaining under the administrative charge of the Hon’ble 
Member, (commerce and Industry Ilepartment, as the Railway Member. 

(3) The President of the Board was given direct access to the Viceroy as if he 

were a Secretary to the (Government of India. 

At the same time in c^onsequeuce of the amalgamation of the Public Works Depart- 
ment Accounts and Civil Audit Establishments under the control of the Finance 
Member of the Government of India the appointment of At countant (General, Public 
Works Department, was abolished and the appointment of Accountant (General, Rail- 
ways, was revived. 

In 1909 the post of Director of Railway Construction was abolished and the 
appointment of Chief Engineer with the Railway Board for the purpose of advising the 
Railway Board on technical matters connected Avith Civil Engineering was created. 

Q 2 
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In January 1914, it was decided that the im]^ortance of financial and commercial 
considerations in connection with the control ot Indian railway policy justified a 
modification of the rule that the President and Members of the Railway Board should 
all be men of large experience in the actual working of railways. It "was then decided 
that in future one member who equally with the others might be appointed President 
should be selected for commercial an^ financial experience and a member with the 
necessary qualifications was appointed. 

This arrangement was, however, altei’ed in 1920 when it was decided that all the 
three members of the Board should possess railway experience. To assist the Board 
however, in the consideration of financial questions, the post of Financial Adviser to 
Railway Board was created. 

Owing to the expansion of railways in India and the increased work thrown on 
the Board a second Assistant Secretary, Engineering, was appointed in 1914, and in 
191(j the duties of the Construction Branch were divided between one branch dealing 
with Projects under an Assistant Secretary and a second branch dealing with Way 
and Works which was sometimes under a separate officer and at other times under the 
Secretary or Chief Engineer. In 1922 the charge of the Way and Works branch was 
divided between the Assistant Secretary in charge of Projects and the Assistant Secre- 
tary in charge of Stores. 

In November 1922, the Board’s establishment was strengthened by the appoint- 
ment of a Chief Mechanical Engineer. This appointment was created to enable the 
Board to have at headquarters a reliable adviser on matters connected with mechanical 
engineering. 

During 1921 a ^’ommittee presided over by Sir William Acworth visited India and 
one of the questions referred to was the evolution of a satisfactory authority for the 
administration of the varied functions which the Railway Board had to perform as: — ■ 


{a) the directly controlling authority of the three State-worked systems aggre- 
gating 9,028 miles, 

(b) representative of the predominant owning partner in systems aggregating 
22,949 miles. 


(c) the guarantor of many of the smaller companies, 

(d) the statutory authority over all railways in India. 


The Acworth Committee recommended in their report: — 

(1) that a new Department of Communications responsible for railways, poi'ts 

and inland navigation, road transport and posts and telegraphs under a 
Member of Council in charge of Communications should be created, 

(2) that under the Member of Council for Communications there should be a 

technical staft’ consisting on the railway side of a Chief Commissioner and 
four Commissioners and that of the four one should be in charge of finance 
and the organisation and staff of the office and the other three Commis- 
sioners should be in charge of three respective divisions. Western, Eastern 
and Southern, 

(•5) that the technical staff attached to the Commission should be strengthened 
specially on the trafiic side. 


The Government of India, though they did not accept the first recommendation of 
the Acworth Committee, agreed to the re-organisation of the Railway Board being under- 
taken on the principles underlying the report of the Acworth Committee. The appoint- 
ment of a Chief Commissioner was accordingly sanctioned in November 1922, and in 
accordance with the recommendations of the Acworth Committee he is solely responsible, 
under the Government of India, for arriving at decisions on technical questions and 
advising the Government of India on matters of Railway policy ; he is not liable to be 
over-ruled, as the President was, by his colleagues in the Railway Board. 

The first duty of the Chief Commissioner was to work out detailed proposals for 
the re-organisation of the Railway Board and as a first step he made recommendations 
to the Government of India for the immediate appointment of a Financial Commis- 
sioner. This recommendation was strongly endorsed by the Indian Retrenchment 
Committee and the appointment of the Financial Commissioner was made in April 1923 
with the sanction of the Secretary of State. The further proposals of the Chief Com- 
missioner for the re-organisation of the Railway Board were accepted by the Govern- 
ment of India and the Secretary of State and were introduced from the Ist April 1924. 
It was decided, however, for reasons connected with the present statutory position of 
the Railway Board, and to avoid confusion with the provisions for a Railway Commis- 
sion under Chapter V of the Railways Act, to retain the name “ Railway Bdard " 
for the headquarters organisation of the Railway Department instead of “ Railway 
Commission ” as recommended by the Acworth Committee. 
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The Railway Board as then reconstituted consisted of the Chief Commissioner as 
President, the Financial Commissioner and two Members, the Chief Commissioner being 
Secretary to the Government of India in the Railway Department. The proposal of 
the Acworth Committee that the Indian Railways should be sub-divided into three 
territorial divisions with a Commissioner in charge of each was not accepted, and the 
work of the Members of the Board was divided on the basis of subjects and not on a 
territorial basis. One Member dealt w’ith technical subjects and the other with general 
administration, personnel and trafl&c subjects, the Financial Commissioner represent- 
ing the Finance Department on the Board and dealing with all financial questions. 

The re-organisation carried out in 1924 had for one of its principal objects the 
relief of the Chief Commissioner and the Members from all but important work so as to 
enable them to devote their attention to larger questions of railway policy and to 
enable them to keep in touch with Local Governments, railway administrations and 
public bodies by touring to a greater extent than they had been able to do in the past. 
This object was effected by placing a responsible Director at the head of each of the 
main branches of the Board^s work, namely Civil Engineering, Mechanical Engineering, 
Traffic and Establishment. The former Chief Engineer and the Chief Mechanical 
Engineer who had been employed mainly in consultative work, became Directors and 
together with the Directors of Traffic and Establishment have been made responsible 
for the direct disposal of the work of their branches under the general orders of the 
Railway Board, 

The posts of Joint Secretary and 4 Assistant Secretaries were replaced by G Deputy 
Directors working under the Directors and in charge of branches dealing with Estab- 
lishment, Works, Projects, Stores, Statistics and Traffic. One Assistant Director was 
also added to supervise the Technical Branch and the Drawing Office. The disposal 
of the general work of the Railway Board was provided for by the continuance of the 
post of Secretary in whose name all letters and orders of the Board are issued. The 
position of the Board as a Department of Government of India has been maintained 
and it works under the Member for Commerce and Itailways. As already stated the 
Chief Commissioner is the Secretary to the Government of India in the Railway Depart- 
ment and orders issued by the Board over the signature of the Secretary are orders of 
the Government of India, 

Experience of the working of this organisation during 1924-25 and tlie decision 
agreed to by the Legislative Assembly in September 1924 to separate railway finances 
from the general finances of the country made it Jiecessary to appoint a Deputy Director 
and an Assistant Director of Finance. An Assistant Director of Statistics was also 
added during that year. Later a Director of Finance was added to the establishment 
occupying, as regards disposal of work, the same position as the Directors referred to 
above. 

Further experience of the reduction of Avork resulting from the large delegation 
of powers and responsibility to the Agents of State-managed Railways and the Board 
of Directors of Company-managed railways enabled a re-arrangement of Avork to be 
made during 1925-26 accompanied by a reduction in the staff. Under this re-arrange- 
ment the posts of 3 Deputy Directors, an Assistant Director and the Assistant Secretary 
were held in abeyance. The personnel Avoik was transferred from the Director of 
Establishment to the Secretary and a temporary post of Deputy Secretary was created. 
Further a separate technical office was established to take cliaige of the technical Avork 
of the engineering branches. The Technical Officer also acted as ex-officio Secretary 
to the permanent Standardisation Committees which Avere appointed to deal progressiA’ely 
with all questions of standards of equipment. 

This arrangement was found, however, to be inadequate. In addition to the general 
increase in work in the Raihvay BoaiuFs Office consequent on the taking over of the 
East Indian, Great Indian Peninsula and Burma Railways under State control labour 
problems had assumed such importance and were so rapidly increasing in number and 
complexity that it was not possible to deal with them effectiA’ely Avithout the appoint- 
ment of additional staff. Accordingly it was decided to create an additional post of 
* Member of the RailAvay Board to deal with staff and labour questions; leaving the 
Member in charge of Traffic, who had hitherto been dealing with establishment matters, 
to devote his whole time to questions relating to the Transportation and Commercial 
Aspects of Railway work. 

It was also decided to reviA^e the post of Deputy Director, Establishment, so as to 
free the Director of Establishment from this work, and thus enable liim to give his 
time to the study of problems of railway labour. Of the tAvo posts of Deputy Directors 
of Traffic and Statistics one was held in abeyance from 1925 and the tAvo posts have 
since been amalgamated. 

In October 1930 the compilation of statistical information which used previously to 
be done in the Board’s office was entrusted to the Cgxitroller of Railway Accounts, and 
with the transfer of this work, the post of Assistant Director of Statistics was also trans- 
ferred from the Railway Board’s office to that of the Controller of Railway Accounts. 
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In 19J11-32, in view of tlie decline in traffic earniugM and in the number and magni- 
tude of £ngineering works otving to financial stringency, the possibility of making tem- 
porary reductions in the organisation of the Board was explored and as a result of this 
examination and with the approval of the Secretary of State for India the following 
superior posts have been held in abeyance with ettect from the dates noted below:-'— 

Member, Traffic — 29ih March 1932. 

Member, Kngiueering — 5th May 1932. 

llirector, Civil Ivngineering — 4tli December 1931. 

Director, Mechanical Kngineering — 1st April 1932. 

Deputy Secretary — 1st March 1932. 

Assistant Director of Finance — 31st July 1931. 

It was also decided, for st) long as the post of Member Traffic, was held in abeyance, 
to create an additional temporary post of Deputy Director, Traffic, with effect from the 
1st April 1932. 

The re-organisation was complete in May 1932, and then the superior staff in the 
office of the Itailway Board consisted of the Chief Commissioner, the Financial Commis- 
sioner, 1 Member, 3 Directors, (> Deputy' Directors and 1 Secretary. 

Shortly after this, however, it was recognised that unless the work was to be 
seriously ilelayed, it woubl l»e impossil)le for tlie Chief Commissioner who had taken 
over the duties of the Member Engineering, after that post had been held in abeyance, 
to devote the time that was necessary for the disposal of Civil Engineering business 
in tlie Bailwav Board’s office and it was accordingly decided to revive the post of 
Dire<rtor of Civil Ibigineering, whi< h was being held in abeyance since December 1931, 
with eft'ect from November 1932, from whi<h <h»te the post of Deputy Director, Civil 
Engineering is being held in aheyam e. It was also decided in October 1932 to convert 
the post of (3iief Superintendent to that of Assistant Secretary. 

The existing superior staff in the Kailway Board's office consists of the Chief 
Commissioner, the Financial Commissioner, 1 Member, 4 Directors. -5 Deputy Directors, 
1 Secretary ami 1 Assistant Secretaiy. 

For the conduct of the work conneided with the pro<lu<*tion of standard designs and 
specifications for all classes of materials, plant and rolling stock in use on Indian Rail- 
ways, a Central Standards Offi< e for Railways was formed in January 1930 for a period 
of 5 yeais as an experimental measure. On the formation of the al>ove office the post of 
Te<-hnical Officer with the Railway Board was abolished. 
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APPENDIX D. 

Resolution resrarding tlie separation of railway from General 
Finances^ adopted by the Iiegrislative Assembly on the aotb 
Beptember 1024. 

“ This Assembly recoiuiuemls to the Governor General in Council that in order to 
relieve the genei^al budget from the violent fluctuations caused by the incorporation 
therein of the railway estimates and to enable railways to carry out a continuous railway 
policy based on the necessity of making a definite return to general revenues on the 
Sioney expended by the State on Railways. 

(1) The railway finances shall be separated from the general finances of the 

country and the general revenues shall rec*eive a definite annual contri- 
bution from railways whicli shall be the first charge on the net receipts of 
railways. 

(2) The contribution sliall be based on the capital at charge and working results 

of commercial lines, and shall be a sum e(|ual to one per cent, on tlie 
capital at cliarge of commercial lines (excluding capital contributed by 
companies and Indian States) at the end of tlie penultimate financial year 
plu^ one-fifth of any surplus profits remaining after payment of this fixed 
return, subject to the r*ondition that, if in any year railway revenues 
are insufficient to provide the percentage of one per cent, on the capital 
at cliarge surplus profits in the next or subsei|uent years will not be deemed 
to have accrued for purposes of div'ision until such deficiency has been 
made good . 

The interest on the capital at cduirge of, and the loss in working, strategic 
lines shall be borne by general revenues and shall consequently be tleducted 
from tlie contribution so <*alculate<l in order to arrive at the net amount 
payable from railway to general revenues each year. 

(3) Any surplus remaining after this payment to general revenues shall be trans- 

ferred lo a railw'jiy reserve; provided that if the amount available for 
transfei* to the railw ay reserve exceeds in any yeai three cuores of i u[>ees 
only two-thirds of the excess over tliree crores shall be transferred to the 
raiiw'ay reserve and the remaining c^ne-third shall accrue to general 
re veil ues, 

(4) The railway reserve sliall be used to seriire the payment of the annual c*onlri- 

butioii to general revenues; to ]>rovide, if necessary, for arrears of depre- 

ciation and for writing down and writing off ca])ital ; and to stiengtheii 
the financial position of railways in order that the services rendered to the 
public may be inqiroved and lates may he iedm*ed. 

(5) The railway administration shall bc' entitled, subject to sueli c-ouditions us 

may be prescribed bv the Government of India, to borrow* temjiorarilv from 
the (‘apital or fiom the reserves for the puipose of meeting expeuditurei tor 
which there is no provision or insufficient provision in the revenue budget 
subject to the obligation to make repayment of siicdi borrowings out of Uie 
revenue budgets of snbsecjuent years. 

(6) A Standing Finance Committee for Railways shall be eonstituted consisting 

of one nominated official member of the Legislative Assembly w*ho should 

be chairman and eleven members elec ted by the Legislative Assembly from 
their body. The members of the Standing Fiminc‘e Committee for Rail- 
ways shall be e.r-^offirio members of the (central Advisory (Uinncn’L which 
shall consist, in addition, of not more than one further nominated official 
member, six noii-otficial membeis selected from a panel of eight selected by 
tile Council of State from their body and six non-offic*ial members selected 
from a panel of eight elected by the Tiegislative Assembly from their Inidy. 

The Railway Department shall place the estimate of railway expenditure 
before the Standing Financ'e Committee for Railways on some date prior to 
the date for the discussion of the demand for grants for lailways and shall, 
as far as possible, instead of the expenditure programme revenue show the 
expenditure under a depreciation fund cheated as ])er the new^ rules for 
charge to c^apital and revenue, 

(7) The railway budget shall be presented to the Legislative Assembly if possible 

in advance of the general budget and separate days shall be allotted for its 
discussion, and the Member in charge of Railways shall then make a general 
statement on railway accounts and working. The expenditure proposed in 
the railway budget, including expenditure from the depreciation fund and 
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the railway reserve, shall be placed before the Legislative Assembly in 
the form of demands for grants. The form the budget shall take after 
separation, the detail it shall give and the number of demands for granta 
into which the total vote shall be divided shall be considered by the 
Railway Board in consultation with the proposed Standing Finance Com- 
mittee for Railways with a view to the introduction of improvements in 
time for the next budget, if possible. 

(8) These arrangements shall be subjected to periodic revision but shall be provi- 

sionally tried for at least three years. 

(9) In_ view of the fact that the Assembly adheres to the resolution passed 

in February 1923, in favour of State management of Indian Railways, 
these arranj^eraents shall hold pood only so long as the East Indian 
Railway and the Great Indian Peninsula Railway and existing State- 
managed railways remain under State management. But if in spite 
of the Assembly’s resolution above referred to Government should enter 
on any negotiations for the transfer of any of the above railways to 
Company management such negotiations shall not be concluded until 
facilities have been given for a discussion of the whole matter in the 
Assembly. If any contract for the transfer of any of the above railway 
to Company management is concluded against the advice of the Assembly, 
the Assembly will be at liberty to terminate the arrangements in this 
Resolution. 

Apart from the above convention this Assembly further recommends — 

(i) that the railway services should be rapidly Indianised, and further that 
Indians should be appointed as Members of the Railway Board as early as 
possible, and 

(ii) that the purchases of stroes for the State Railways should be undertaken 
through the organisation of the Stores Purchase liejjartment of the Govern- 
ment of India.” 
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APPENDIX E. 

Gk>irernment of India, Railway Department, Resolution No. 2181-P., 
dated tbe IStli Petbruary 1925, on tlie sul3ject of tlie financing of' 
l>rancli lines of Railways. 

Tke Governor General in Council, with the sanction of His Majesty's Secretary 
of State for India, is pleased to issue the following orders on the subject of financing 
of Branch Lines, in supersession of all previous orders on the subject. 

1. Branch and Feeder Lines are constructed under an agreement by which the 
State guarantees a minimum return on the capital, or alternatively, undertakes that 
the line shall receive, out of the earnings of the main line from traffic contributed by 
the branch, such a sum, known as a rebate, as will make up the total earnings of the* 
branch to a given sum, while the branch in each case shares with the main line any 
profits exceeding the guaranteed minimum:. 

' 2. This method of encouraging the construction of lines originated 30 years ago- 
simply because the Government of India was unable to furnish the necessary capital. 

3. The Acworth Committee pointed out that this method, while enabling lines to^ 
be built which would otherwise not have been built, has no other merit. The financial 
terms usual before the war are now quite inadequate and if the system is to continue 
they will have to be revised. All the witnesses before the Committee who asked for a 
revision of the terms admitted that, if the main line were in a position to build a 
given branch itself, they would prefer that it should be done by the main line rather 
than that it should be done as a separate undertaking. 

4. Amongst the disadvantages pointed out by the Committee are the following : — 

(i) The Branch Line Company is usually a fifth wheel to the coach. It implies- 
in some cases a separate construction staff; it always implies a separate 
Board of Directors, and separate accounts. 

(ii) Where the branch is worked by the main line, if its Directors feel that 
the management is unsatisfacioiy, they not only make representations to 
the main line administration, but in the last resort can appeal to tlie 
Railway Board which does not make for harmony. 

(iii) Capital raised by a small private undertaking, even with a Government 

guarantee, will cost more than money raised by the State. 

(iv) Inconceivable confusion results from the multiplication of independent 

Railway Companies — each company, small or great, desires to reserve 
for itself a separate sphere of influence; and jealously demands that, if 
any new-comer intrudes into that sphere, he shall pay toll to the original 
concessionaire. This only complicates a situation which ought to be con- 
sidered solely from the point of view of the public interest. New proposals 
for the extension or connection of lines by small independent companies* 
are either refused owing to protests by the old company or only permitted 
on a basis of elaborate accounting between the new company and the old 
for the profits which hypothetically would have belonged to the old line 
had the new line not been opened. 

6. The only arguments urged in favour of the Branch Line Companies were: — 

(i) That money had been raised which the Government of India was unable 
to furnish. 

(ii) That a claim was made that the Branch Line Company obtained from local 
sources money that would never be subscribed to a Government loan. 

(iii) That there may be cases of a Branch Bine of smaller pfaug'e worked indepen- 
dently, which the Branch Bine Company can operate more economically 
than a main line. 

6. The Acworth Committee, therefore, so far from a])provinp of this system con- 
sidered that the aim of the Government should be to reduce by amalgamation the- 
number of existing companies and that it should only l>e in cases where the State 
cannot or will not provide adequate funds that private enterprise in the direction shoxild 
be encouraged. 

7. The disadvantages pointed out by the Acworth Committee required to be even 
farther amplified. The existing Branch Bine Companies have ceased for some time to 
raise additional capital for capital requirements. They have either obtained overdrafts 
from various Banks for this purpose at heavy rates of interest or issued debentures at 
tmecial rates of interest (usually about 7 per cent.) or in several cases asked for money to 
^ advanced to them by the Bailway Board. So far, therefore, from reducing the amount- 
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that the Government of India have to raise in the open market, they are at present 
increasing that amount. 

8. Another serious disadvantage which is not mentioned by the Acworth Com- 
mittee is that the main line usually works the Feeder or Branch Line for a remuneration 
which, in most cases, is limited to a mazimiim of a fixed percentage of the gross 
earnings of the Branch Line (usually 40 per cent, or 50 per cent.) — terms of remunera- 
tion which at present are grossly inadequate. The result of this arrangement is that 
many of the main lines whose working expenses are from 60 to 80 per cent, of the 
gross earnings are saddled with heavy expenditure which ought to have been debited 
to Branch Line Companies. Where the Branch Line Companies are “ successful ”, 
that is, where the shares stand at a high figure, their profits are inflated owing to 
their working expenses being thus artificially reduced. Again, where in the case of 
less ” prosperous ” Branch Line Companies, the Government has to make a direct 
subsidy in order to make up the guaranteed interest on the capital, the amount paid 
by way of subsidy does not reveal the true loss of the Government in connection with 
the Branch Line Company. To this subsidy should be added also the additional loss 
incurred from the main line working the Branch Line at less than the actual cost. 
Fven this, however, does not give a complete statement of the loss sustained by Govern- 
ment in connection with these Companies. These Companies have been supplied with 
land! free of charge and the cost of such land is not taken into account either in the 
Capital or the llevenue Accounts of the Companies concerned. 

9. The only real argument in favour of these Companies is that they must be 
iitilised in cases where the Government itself is unable or declines to raise the necessary 
amount of capital for new constructions. It is doubtful whether such a position is 
likely to recur in the future. It is admitted that to use the agency of these Companies 
is a far more expensive method of raising money for the construction of railways than 
direct Government loans can ever be. The amount of assistance given by Branch 
Tjine Companies in the past has been trivial ; the total amount of capital raised through 
the agency of Branch Line Companies has only been about Rs. 10| ci'ores — an amount 
which in itself is less than the lapse that occurred last year in the provision for capital 
expenditure in the Railway Budget. 

10. The difficulties and complications now experienced in connection with tliese 
Branch Line Companies are out of all proportion to the insignificant financial facilities 
offered by the Companies. The Government of India have therefoi’e decided fhat 
the Branch line policy should be abandoned and that an endeavour should be made 
•to induce the number of the existing Branch Line Companies. If on any occasion the 
(-roveniment of India should be unable to find funds for construction (which is uot 
the case at present), and should it be considered advisable to tap fresh sources for 
subscription to railway loans by offering terms different from those given to tlie 
ordinary Government loans, that is, by offering not only a fixed late of interest, but 
a share in the profits of a particular Branch lane, there appears to be no particvdar 
advantage of using a financial half-way house specially to float a loan on such terms; 
there appears to be no leason why the Government should not float the loan direct. 
But it will probably be found sufficient to raise short term debentures at a high late 
t)f interest — to be liquidated when the loan m.arket is favourable — a procedure adopted 
now by the Branch Line Companies, but at a higher late of interest than would be 
necessary for the Government. 

11. Tliero remains the case of the District Board Railways for which some of the 
capital or the security for the capital is secured l>v a .special cess levied by the District 
Board throughout the district. 

The Acworth Committee pointed out that where a District Board was the promoter 
of a new Branch Line, considerations other than purely commercial came into piny 
with the result of further complications and confusion. In a footnote to the report 
they referred to the views expressed by the Madras Government who had drawn 
attention to a case in which, although no short-circTiiting was involved, there had been 
a delay of over 10 years in arriving at a decision in regard to the terms for working 
a District Board Railway by the South Indiau Railway Company. The amount of 
capital raised by District Boards for such lines has been only Rs. 137 lakhs while the 
amount raised by Company lines subsidised by District Boards amounts to Rs. 24 
crores. These amounts are insignificant as compared with the total capital raised 
by the Government and it is dlear that the relief afforded to the Government of India 
in raising the loans is quite disproportionate to the great complications which have 
resulted in the working of the railway administration. Loans raised direct by the 
District Boards do not relieve the market of the Government of India ; the money is 
ultimately borrowed from the Government of India. 

12. The legal position regarding the powers of District and Local Boards in the 
matter of railway construction and management depends in part on the Indian. Railways 
Act, 1890, which, in the absence of express exclusion of its ap^ilication, extends to all 
District Board railways and, in part on the nature of the provision made in the matter 
in the District or Local Boards Act of the province concerned. It is only in the 
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Madras Presidency that the question has assumed prominence and it will suffice to 
indicate briefly the nature of the provisions contained in the Madras Local Boar^ 
Act, 1920. Action under section 113 of that Act can only be taken with the previous 
sanction of the Government of India Having obtained such sanction, a District 
Board may either itself construct and maintain a railway within, or partly within, 
the local area under the control of the Board, or may subscribe to any debentuie loan 
raised by the Government of India or by any other local authority or by any com- 
pany for the construction or maintenance of any railway which the Board considers 
likely to be of benefit to the district, or may guarantee the payment from the district 
luiul of such sums as it shall think fit as interest on capital expended on any such rail* 
way (that is, whether the railway is constructed by the Government of India or by any 
other local authority or by a Company). 

Section 236 of the same Act provides that the accumulations of a local railway cess 
may be utilised for all or any of the purposes specified in section 113, including- the 
guaranteeing of payment of interest on capital spent on a railway. 

A District Board in Madras, therefore, can guarantee the payment from the district 
fund of the money sufficient to make up minimum interest on capital expended on 
a railway within its area whether such railway is constructed by the Government of 
India or by a Companj^, the only disadvantage attaching to this particular form of 
guarantee being that the Act does not make the payment of the guaranteed interest a 
first charge on the District Board Fund. 

13. The Government of India could not reasonably use their powers under the 

Indian Railways Act, 1890, or under, section 113 of the Madras Local Boards 

Act, 1920, to prevent a District Board or a local Ixjdy from constructing a light rail- 
way or a tramway which had no physical coniie< tion with any existing main line and 
which that local body proposed to work itself or through a local company. But as 
things stand at present there is no reason for continuing the practice under which 
District Boards are allowed to make money out of Branch liines connected with a 
main line when they themselves cannot make any arrangements for the working of 
the lines and require to have them run by the main lines. 

14. These District Board railways must not be confused with the light and feeder 
railways which constitute a provincial subject under tlie Devolutiem Rules. The pro- 
vincial subject ill question comprises light and feeder railways and extra-municipal 
tramways in so far as provision for their construction and management is made by 
provincial legislation That is to say, it comprises only indiviclual light or feeder 
railways or extra-municipal tramways for the construction and management of which 
specific provision has been made by an Ac*t of the local legislature of the province 
concerned. Hitherto, no such legislation has been enacted with the result that the 
entry in question in the provincial schedule, as also the qualifying words to entry 5 (a)* 
in the central schedule, have no operation, and all existing railways of every description 
are included in the central subject defined in the last-named entry. It should also 
be observed that the provincial subject in question is “ subject to legislation by the 
Indian Legislature in the case of any such railway or tramway which is in physical 
connection with a main line or is built on the same gauge as an adjacent line the 
effect being that a provincial bill designed to provide for the construction of a li^ht 
oi feeder railway or extra-municipal tramway in physical connection with a main line 
or built on the same gauge as an adjacent main line would require the previous sanction 
of the Governor General under clause (/) of sub-section (3) of section 80-A of the 
Government of India Act ; and it may be presumed that few occasions are likely to 
arise in which provision will be made by local legislation for the construction of a light 
or feeder railway not answering one or other of these descriptions. 

15. Tho proposal set forth in this Resohition is not designed to evade the 

legitimate operation of the legal position descrilied, in the case of District Boaid i ail- 
ways, in paragraph 12 and in the case of ])rovincial light and feeder ^all^va^s, in 
paragraph 14; but it follows from the proposal that Local Governments and District 
or Local Boards should not, in the absence of special circumstances, be enconraged 
to build branch or feeder lines. In other words, the normal procedure h^ the 

construction by the Government of India, or at its cost, by a Company, of a branch 
line which a District Board or Local Government desires to have constructed and is 
prepared to guarantee. But, should the railway prograinnie not permit the c^struc- 
tion of s\ich a line within a reasonable time, the possibility of permitting a District 
Board or Local Government to construct it from its own funds would require 
consideration. 

Un rein }tn ernfi re TAne ^ . 

16. The above proposals relate to the procedure adopted in the past and the 
procedure which it is proposed to adopt in the future for the financing of the 

•‘•Railways and extra-municipal tramways, in so far as they are not classified as proviinial 
subjects under entry 6 (d) of Part IT of this Schedule.*^ 
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-construction of branch or feeder lines expected to prove remunerative from the point of 
view of railway earnings only. But there are cases where the Local Governments or local 
authorities may desire that a line should be constructed which will not be remunera* 
tive on railway earnings and the construction of which is desired by them for purely 
local reasons on account of the administrative advantages it is likely to confer or for 
4.he development of a particular area. It is proposed that in future the Railway Board 
in such circumstances should have power to arrange for the construction of the line 
from railway funds if the Local Government or the local authority guarantees the 
llailwaj^ Board against loss. The guarantee would be to the eifect that the local 
authority would make up. the difference between the net earnings and the interest and 
other charges payable. As it is not desirable that the Central Government should make 
any profit out of such contributions by local authorities; it is also proposed that where 
contributions have been made by a local authority for this purpose the repayment of 
such contributions should be a first charge on any net profits subsequently realised from 
the line, vshould the line prove remunerative. 

17. The Central Government must, however, retain the power to decide whether 
a lino is to be built or not; the proposals in the preceding paragraph must not be 
faken to imply that a Local Government by giving a guarantee can require the Rail- 
way Boaid to construct a line. Proposals of a Local Government might run counter 
to the general railway policy or might take the form of short-circuiting railway trafiSic 
and so Jead to a reduction of receipts from existing lines. 

18. These pioposals have been circulated to Local Governments and have been 

f ^-enerally welcoiried b^^ them as affording a suitable method of reconciling central and 
ocal interests and of providing for local bodies and Local Governments a method of 
securing the (‘onslruction of railways which may be required for purely local reasons, 
and whicli, while not likely to prove remunerative on purely railway eaimings, are 
likely to provide such indirect benefits to Local Governments and local bodies as will 
more than repay the amounts paid under the guarantee. Several such arrangements 
have already been made with Local Governments. 
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A-PPENDIX Oh — contd. 

Statement shotping the number of appointmente created and vacancies which occurred among officers of Gazetted rank 
on State Railways and of corresponding rank on Companies* Railways (Class I) excluding H. B. H. the Nizam* e 
State and Jodhpur Railways, and how they were filled during 1934-36— coniA, 
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AFPSNDl S d* — concld. 


Statement showing the number of appointments created and vacancies which occurred among officers of Qatetted rank 
on State RaUwags and of corresponding rank on Companies' Railways (Class /) excluding H. E. H. the Nizam's 
State and Jodhpur Railways, and how they were filled during 1934-36 — concld. 
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BEPQBX. BY. TBUf RAUiWAY .BOARO Ql^ Ifflll'AN RAlliailFAnfi IKMEKIBMISS# [An. ^ 

AFPBNbiaLm. 

OfOLoen of the Bailway Department (Railway Board) and attaohedi 

offioes* on^ 8 I 1 N; Btoroh 1089. 

Tfi« BbnW Sir JOSEPH SHORE, ILOSJ., K.CXE., LCS.,, 

BjftnAwr of CbuBcil of dn Gavrnor»<Snweli 

Railway Board. 

The Hon-ble- Sir Ghxtime HtiBBeUi Eli. . Chief CommisBioner of Bailways. ' 

Mr. F. B. Bau ..... Financial CnmmiBBioaerv- of Bailwajs. 

Mr. A. £. Tylden Pattenson . . . Membw. 

Lt'.-Gol. H, li. Woodhouse, M.C., B.E. . Director of Civil Engineering 
Mr. T. S. Sankara: Aiyer, B’.A., B.E. . Director of Finance; 

Bai Bahadur Mathra' Dae . . . Director of Establishment. 

Mr. F. D’Souaa ..... Director of Traffic. 

Mr; E. H. Birkness^ D.S.O.. O.B.E., 

V.D. ....... Secretary (on leave). 

Mr. B. Moody, V.D. .... Secretary (Offg,). 

Bhan Bahadur Barkat Ali . . . Deputy Director, Finance. 

Bhan Sahib Z. H; Bhan .... Deputy Director, Establishment (Offg.). 

Mr. T. Q-. Creighton .... Deputy Director, Mechanical Engineering 

{Offg.). 

Mr. H. M. Jagtiani .... Deputy Director, Traffic (Commercial)' 

(Offg.). 

Mr. J. W. C. Holt ..... Deputy Director, Traffic ^^Transportation) 

(Offg.). 

Mr. B. C. Paranjoti .... Temporary Additional Deputy Director, 

Mechanical Engineering. 

Mr. E. C. Bundlett .... Assistant Secretary (on leave). 

Mr. H. W. C. C. Smith .... Assistant Secretary (Offg.). 

Attached Officers. 

hfr. C. "^V. Scott, O.B.E., D.F.C., 

B.So., I.F.S. ..... Timber Advisory Officer. 

Mr. M. E. Bartley .... Officer on Special Duty. 

Attached Offices. 

Mr. B. M. Hassan .... Supervisor of Bailway Labour. 

Central Stmidards Office for Railways. 

Mr. .T. M. D. Wrench, C.I.E. . . Chief Controller of Standardisation. 

Mr. E. Ingoldby ..... Deputy Chief Controller of: Standardisa- 
tion. 

Mr. L. H. Swain ..... Assistant Chief Controller of Standardisa* 

tion. 

Mr. T. T. Lambe ..... Chief Mechanical Draftsman. 

Mr, J. V. Stuart Edwards . . . Chief Structural Draftsman. 

Central FuMicity Bureau. 

Mr. G. T, Tait ..... Central Publicity Officer. 

Mr. P. W. Sullivan .... Assistant Publicity Officer. 

OveneM Bureaux; 

Mr. W. T. B iscoe . . .' . . Besident Manager, Indian Bailways^ 

Bureau, New York, U. S. A. 

Mr. V. P. Bhandarkar .... Manager, Indian Bailways Bureau,. 

London. 

Office of the Controller of Railway Accounts. 

Mr. V. S. Sundaram, B.A. . . ' ; Controller of Bailway Accounts. 

Mr. Bang Bihari Lai, M.A. . . Deputy Controller of Bailwa^- AeeoeiHss.- 

Mr. B. B. Sen, M.A. .. .. Assistant Controller of Bhilway Accounts.. 

Mr. B. Ubaidullah, B.A. . Assistant Accounts. Qffieac*- 
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